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ADVERTISEMENT 

TO THE AMERICAN EDITION. 



The increasing interest felt on the subject of Railroads has 
led to the republication of the present pamphlet. The value 
of stationary and of locomotive power is fully discussed in the 
subsequent pages by Walker and Rastrick, who were advocates 
of the first method, and by Locke and the Stephensons, who 
advocated, and have successfully introduced the latter on the 
Manchester and Liverpool Railroad. 

The description of this stupendous undertaking, by Mr. Booths 
will prove to our readers that the difficulties to be surmounted 
were without a parallel, and, consequently, afford no data for 
estimating the usual cost of Railroads. In the Appendix the 
cost is stated in detail:— it appears that the bridges alone, on 
this road, (which extends only thirty-one miles,) have cost 
^108,565 lis- 9d. The land has cost ^^105,^82 14s. 3d. (ex- 
clusive of the land purchased in Manchester and Liverpool.) 
7%e8e two items^ alone, exceed the whole estimated cost of the 
Pennsylvania Railroad from Columbia to Philadelphia^ which is 
nearly thrice the length of this road. The actual cost of 40^j!^ 
miles now finished (with the exception of the rails and t^^eir 
blocks) lias been 2^81,755 14 cents; being only S6,93£^;^ per 
mile! This Railway extends 81^ miles. The following official 
account of the work may be interesting. * 

*< On the ^ miles of road formation from the Schuylkill Ri- 
ver, westward, the cost of constructioa was much increased by 
the undulatory nature of the country. Several deep excava- 
. lions through rock and hard slate were required, and in some 
instances considerable embankments formed. Of the former, 
152 chains in length were excavated, the greatest depths of the 
particular portions varying from 14 to 26 feet, and of the lat- 
ter, 51 chains in length, from 16 to 39 feet The curves upon 
this division vary from 631 feet radius, to 1891 feet. In the 
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distance of £0 miles, but 56 chains of curvature is formed from 
the lesser radius: the amount of straight line is 11 miles. 

^< On the 20 miles of road, west of the Susquehanna River, 
the excavations and embankments, with one or two exceptions, 
are moderate. The bridges across the Big and Little Cones- 
toga and mill creeks are large structures. That across Big Co- 
nestoga is 1400 feet in length: the number of stone piers is ten, 
and the two highest are each 60 feet The piers and abutments 
contain 8512 perches of masonry. Little Conestoga bridge is 
6Q4 feet in length, with five stone piers, the highest of which 
is 47 feet. The masonry of this bridge contains 3326 perches. 

** The following statement from the Canal Commissioners' Re- 
port, of 1830, shows the expense of road formation of the 
40^ miles finished: — 

Cost of excavating, embanking, &c. 40^^o miles SI 64,441 10 

10 road and farm bridges, stone abutments, 
wooden superstructure, span from 31 to 54 
feet - - - - ■ - 

12 bridges, forming 510 feet of the Railway 
line, principally stone arches 

5 bridges, forming 3578 feet of the Railway 

9.5 stone culverts, whole span 128 feet - 

70 miles of fencing - - - 

For repairing and protecting embankments 

Incidental expenses .... 

Engineers, superintendents, &c. 

Additional amount to pay engineers, superin- 
tendents, and contingent expenses 

Amount paid as damages .... 

Total cost of 40^ miles - 
From this deduct for the value of stone obtained 
in the excavations which will be used for the 
foundation of the rails .... 



13,217 53 



9,401 28| 


63,735 29 


8,406 49 


32,592 71 


3,528 64 


1,272 55i 


21,509 00 


2,000 00 


525 29 


8320,629 89 



Leaves 



38,874 75 
8281,755 14 



And the average per mile of road formation, including all 
charges, is 86,932^." 
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7b the Directors of the Liverpool and Manchester 
Railway Company. 



Gentlemen^ 

The geueral question submitted for Mr. Ras^ 
trick^s and my consideration^ may be shortly stated in the 
following words: — 

^^fFhatf under all circumstances, is the best descrip- 
tion of moving power to be employed upon Liverpool 
and Manchester Railway?^^ 

The comparative advantages of the different kinds of 
power applicable to Rail-roads generally^ is at the present 
time a veij interesting question, the difficulty and import*^ 
^ance of which, as a matter of science, are much increased 
by the magnitude of your concern, and by the various con- 
siderations necessary to be embraced and balanced previ- 
ously to arriving at any decision that would be useful to 
you, or consistent with the confidence you have placed 
in us. . 

The paper that was handed to us when we attended your 
meeting at Liverpool, has proved to us that you are fully 
aware of the points to which I refer* I have endeavoured 
to view them without prejudice, being assured that as a short 
time must show the true merits of the various modes of 
conveyance as applicable to your case and to others, I should 
as a professional man, but ill discharge my duty to you, or 
consult my own interest, by allowing my judgment to be 
warped from advising that course which, from the best in- 
formation I have been able to collect, it will be advantage- 
ous for you to follow. I may here also take leave to ^ay 



of Mr. Rastrick, that in every thing conaected with our in- 
quiry, and the conclusions we havc^ arrived at, I have seen 
nothing like prejudice for or against any particular system, 
heyond what arose from his minute attention to the merits 
of each, and from the result of a very laborious investiga- 

tion. 

It may be proper to give you, in a few sentences, an ab- 
stract of our proceedings, that you may know how our time 
has been occupied. 

On the 10th of January 1 arrived at Stourbridge, where 
I was joined by Mr. Rdstrick; another reason for my going 
there being to see a locomotive Engine intended for Ame^ 
rica, which has just been completed by him, with some im- 
provements and alterations, I had not before seen. 

On the 13th January, the day after we attended you, 
we proceeded with Mr. Stephenson along the line of your 
Railway, and on the 14th arrived at Manchester. I think 
it unnecessary to occupy your time by any report on the 
progress of your great work, which must be voell known 
to you, farther than by remarking, that the works appear 
to be done in a very substantial manner, and that as re- 
spects the strength of the rails, the size of their supports, 
and the great pains taken in the cuttings and embankments 
to reduce the inequalities of level, the Liverpool and Man- 
ehester Railway is very superior indeed to any thing of the 
kind that has yet been done. 

On the 15th Mr. Stephenson accompanied us to the Bol- 
ton Railway, lately executed under his direction. The 
principal object of our survey there was a locomotive En- 
gine made by him upon what he considers the best princi- 
ple of any he has yet constructed, and the report we have 
since received from Mr. Sinclair, clerk to the company, (to 
which I shall afterwards have occasion to refer,) proves the 
great power which the Engine is capable of .exerting. 

On the 16th we arrived at Leeds, Mr. Stephenson having 
previously left us. Here we estamined Mr. Blenkinsop^s 
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Engine npon t)ie Mtddleton Rail-road. We saw itaaake 
a journey with 38 wagons^ each containing 45 cwt of coals, 
which, considering the small size of the Engine, exceeded 
our expectations, as we were told that a part of the way is 
level. We therefore requested Mr. Blenkinsop to furnish 
us with farther particulars of expense and performance, 
which he has kindly and gratuitously done, and has allowed 
an exact xxieasurement and section of the way to be taken 
for our use. 

The 17th, 18th, 19th, and 20th January, we passed at 
Darlington,, and upon the Stockton and Darlington'Railway. 
Here was the largest field for observation we had yet seeM^ 
there being several locomotive Engines, of different forms 
and power; horses also are employed upon the same part 
of the line. Towards the upper end of it there are two iq* 
dined planes, with stationary Engines. We had therefore 
the opportunity of seeing various modes of working, and 
of collecting information, which was liberally given to us, 
and which was the more to be valued, as neither the very 
active and intelligent Directors whom we saw, nor their 
Agents, appeared, to have any object in view but to ad- 
vance the prosperity and usefulness of their concern, and 
to extend the results of their experience for the information 
of others. ^ 

On the 21st we proceeded to Sunderland, and on this and 
the following day we examined the line of the Hetton Rail* 
way, upon the lower part of which the work was, until 
within a few years, done by locomotive, but is now per- 
formed by stationary Engines, upon the reciprocating prin- 
ciple; the middle part is a series of inclined planes worked 
by stationary Engines, and upon the mile and half nearest 
the pits the locomotives are still used. From the different 
Agents upon this Colliery, we received very freely every 
assistance they could afford us; and Mr. Wood, the compa- 
ny's cashier, has, at our request, given us farther details, 
and besides taking an aecurate section of the whole road 



expressly for our use, has furnished us with an account of 
every particular of expense, and a detailed statement of the 
various powers and modes of working, upon the line. 

From Hetton we proceeded on the evening of the 22d 
to Newcastle, and we remained in that neighbourhood un- 
til the 29th. From the 23d till the 26th, inclusive, we 
were employed in arranging the observations of the past 
week, in meetings with Mr. Thompson, the Patentee of 
the reciprocating system by fixed Engines, and with Mr. 
Wood, the Manager of the Killingworth Collieries and 
author of the well-known treatise upon Rail-roads, both of 
whom seemed disposed to forward the object of our inqui- 
ry; Mr. Thompson having also allowed us to extract from 
his private book the details of expense and of work done 
upon the Brunton and Shields Railway, with much .valua- 
ble general information on the subject. Thus, although the 
fall of snow prevented our getting out until the 27th, our 
time was fully and I trust usefully employed. The whole ■ 
of the 27th was occupied upon the survey of the Brunton 
and Shields Road, which was constructed by Mr. Thomp- 
son upon his patent plan. . Respecting the merits of the . 
general principle I shall of course have occasion to say a 
good deal hereafter, jjut with regard to neatness of execu- 
tion, despatch, and methodical system and arrangement, 
there is not, I believe, any road at present in use to be com- 
pared to this. 

The surveys and experiments at Killingworth, in which 
we were assisted by Mr. Wood, occupied the whole of the 
28th, and on the 29th we left Newcastle. 

It is but justice to say, that in every quarter where we 
applied, . information has been most liberally aflforded us, 
and in some cases before the parties knevy who we were or 
to what our inquiry tended. The Directors, Proprietors, 
and Agents upon all the Rail-^roads which we have visited, 
from the principal to the lowest, have received us courte- 
ously, and not only allowed us to inspect their works, but 



have prepared and furnished us such documents and ab- 
stracts as we required. And what is more remarkable we 
found but little of that prejudice and strong feeling in fa- 
vour of one system, which leads to a display of the favour- 
able features and a concealment of the disadvantages on the |: 
one side, with a corresponding partial view of the other. / 

From the time of my return home I have given my al- t 

most undivided attention to the subject, in drawing results f 

from our experiments and from the information received J 

while upon the survey; 

Having made our separate calculations, Mr. Rastrick and i 

myself met at Oxford on the 20th of February, and re- 
mained there until the 24th, when we came to general con- 
clusions, in which it was satisfactory to find that there was 
little or rather no difference of opinion; and had the time i 

allowed we should either have remained there or met again, 
and I doubt not have signed the same Report; but knowing 
from you the importance of not longer delaying the delive- 
ry of our decision, we thought it better that each should at 
once transmit to you his opinion in his own words; and if 
there be any difference in the items of expense it is to be 
ascribed to the consideration we have, separately given the 
question since we separated. I believe that such difference 
would be found but trifling. 

Your instructions state *' The comparative expense of 
conveying goods upon a Railway by locomotive and by ' 
fixed EngineSf^^ as the primary object of inquiry. 

I shall therefore first consider this subject. But previ- 
ously to going into detail, it may be proper to state that 
certain data are absolutely necessary to form a basis for the 
cbrnpiarison. If the quantity of goods be very small or 
very uncertain, it would require no calculation to determine 
that the locomotive system is the cheaper, because by it 
you increase the power by an increase of the number of 
Engines, and can Uiereibre always proportion the power to 
the demand, while upon the stationary system it is neces- 
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sary first to farm an estimate of the probable trade, and 
then at once to establii^ a line of Engines, Ropes, &e. 
from end to end, that shall be complete and fully equal to 
it. There is therefore in the locomotive system an advan- 
tage in this respect that the outlay of capital may at the 
first be much less than by the other system. 

You have given us sufficient information to guide us in 
the extent of power to be provided. 

The gross weight from Liverpool or towards Manchester 
is stated at • . 3750 tons^ 

And from Manchester or towards Liverpool 8950 ,9 

In the former number are 400 tons of coals and 200 ton9 
of wagons from Kenyon to Manchester, being nearly half 
the length af the line at the Manchester end, and 800 tons 
of empty wagons from Liverpool to Whiston, Rainhill, and 
Newton, averaging about half the whole length at the Li- 
verpool end. In the trade towards Liverpool are included 
900 tons of empty wagons, from Manchester to Kenypnj, 
and 2400 tons of coals and coal-wagons, from Newton or 
Whiston to Liverpool. 

This trade is equal to about 2000 tons of goods, or 3000 
ton^ gross, moved in each direction between Liverpool and 
Manchester daily, which quantity we have therefore taken 
for the basis of onr calculations. 

Excepting at Rainhill and Sutton, and at the Liverpool 
Tunnel, no part of the line riises more than 1 in 800, and 
as the quantities conveyed in each direction are nearly 
equal, there the assistance received from gravity in the one 
direction, is equal to the retardation caused by it ii| the 
others we have therefore considered the whole line (with 
the two exceptions stated) as horizontal. 

As the stationary system must be adopted in the Liver- 
pool Tunnel, whatever may be done in the other partd of 
the line, we have entirely excluded it in forming the com* 
parative estimate* 

I shall now proceed with the Loeomotive Estimate* 
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We assumed the convenient power of each Engine to be 
10 horses^ including the power necessary to propel itself 
and its tender. The diameter of' the wheels We took at 5 
feet; and the strength of the steam in the boiler at from 40 
to 50 lbs. per square ipch. 

The gross weight of this Engine, with its tender and wa- 
ter, we find to be lOi tons. 

While the Engine is in motion w^ suppose that its velo- 
city should be 10 miles per hour, to enable it to average 9 
miles between the two extreme points; and when the speed 
of coaches upon the road is considered, we apprehend that 
the rate ought not to be less. 

Now, an Engine of the above description will be found, 
by referring to note A, to take 19^ tons gross at 10 miles 
per hoar, or 13 tons of goods and 6^ tons of wagons* 

The expense of such an engine we estimate as follows:-^ 

One engine will cost . . . • •. r • ^8550 

But to hssrefitfe Engines always in repaur six 
will be necessary, or the* capital requisite to 
provide an Engine always ready for work 
will be 1 l-5th of an engine,— -add, there- 
fore, Mth of ^550 . , . . . . , 110 



• ^ ' — : ^ 

Together . . . 660 
For a tender, tank, &c, £50, and Mth of #50, 
, being . . . . . . * . . . .- - . 60 



Making the whole cost of one Engine al work 720 



Now, the average durability of the Engine, when the 
workas considered, may be taken at 20 years, or at 12i 
years' purchase. 

The annual charge for capital is 
therefore . . . . . . £^1 1? 

. Less JB60 receivable for the old 
materials at the end of 20. 
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Brought forward . £S1 12 
years, which id in the present 
money equal to ..... 1 16 

Which leaves annual cost ...... SS l^ 

Add for estimated annual repairs, as per ^ote 

B 107 8 

And for wages, coal, and other working ex- 
penses, as detailed in notes C. and D. . . 204 4 

Making the annual cost of each Engine work- 
ing 312 days ......... ^6367 4 4 

We have now to ascertain the number of Engines that 
will be required. 

We calculate that each engine may work, exckislve of 
gtappagesj from nine to ten hours per day, at ten miles per 
hour, or it will make three journeys daily between Liver- 
pool and Manchester, taking with it 13 tons of goods, which 
is the same as ! 170 tons conveyed one mile. 

The daily traffie being taken «t 4000 tons conveyed .30 
miles, or 120,X)00 tons conveyed one mile, will, aceording 
to this, require 102 Engines constantly at work. 

Our first great item of^expense is therefore 102 Engines 
at d8d67. 4^. Ad,y amounting to ^37,456. 28. 

But in this we have allowed nothing for. the additional 
power required at Rainhill and Sutton, the rise of which 
is 1-in 96. Our idea was that an additional Engine might 
be employed to tfssist the others at these planes, but a little 
consideration showed us our mistake. I am unwilling to 
confuse my report by introducing calculations into the con- 
text; but as it may be important that this point be well un- 
derstood, I will state the principle in a familiar way^ Our 
calculation of friction upon a level is l-180th of the weight 
moved; but the rise of Rainhill and Sutton being l-96th, 
the resistance of gravity is nearly doable that by friction. 
Accurately it is thus: — 
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1^40 lbs. divided by 180 gives 13.44 lbs. for friction of 
1 ton on a level — or l?i lbs. nearly* 

2240 lbs. divided by 96 gives «3.33lbs. for graVity^f 

^ 1 ton, on rise 1 in 96. 

The whole resistance to Iton on Rainhill is; therefore 
85.77 lbs. or say 351 lbs. 

And the resistance to 10} tons, the weight of ^Engine, 
&c., is 375 6-lOth lbs. 

But the power of the Engine at 10 miles being by Note 
A. 375 lbs,, it is evident that an' Engine will just move its 
own weight up the hill at ten miles per hour, and therefore 
that an additional number of Engines could do no good, as 
the weight of each would be iu load. Either therefore the 
power of the. engine mast be in<!ireased, or the speed dimi- 
nished, or some other plan be devised for the planes. 

The objection to increasing the power is, that it would 
be forcing the Engine beyond its regular work, which it is 
desirable to avoid to so great an extent; for it would re- 
quire two Engines^ each 18 horse power, (see note E.,) to 
raise themselves and 13 tons of goods up Rainhill at ten 
mil^s per hour. Whatever may be done for a» short length, 
or for an experiment intended to show what an Engine can 
do, I think it impossible to reoommend such a ^stem upon 
*a road which is to unite the various advantages you state. 

If again we reduce the speed, say to five miles per hour> 
we shall have half the Engine's power 'applicable to goods 
and carriages, the other half hieing required for their own 
weight and friction. (See note F.) 

In this way, if we suppose the Engine to arrive at the 
bottom of the plane from Liverpool to Manchester at the 
rate of ten miles per hour, with 20 tons of goods and wa- 
gons, it will require another Engine of the same power to 
go up the plane at five miles per hour, and wiU occupy eigh- 
teen minutes in ascending. Or if eight miles per hour be 
the standard of travelling, the Engine would then take .27 
tons of goods and wagons upon the level, (see note 6.^) 
would require the assistance of another Engine of the same 
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power to ascend tiie hill, with a. speed of 3f miles per hourv 
and would occupy 24 minutes in ascending. 
.^It would consequently be doing an injury to the locomo- 
tive system to apply it to work for which it is evidently 
unfit. However good it may be in itself, it has. its limits, 
and an ascent of 1 in 96 is palpably beyond them>. if the 
length be considerable. 

We therefore had recourse to the stationary^ system as 
the assisting pow^r to the locomotives upon the planes, and 
found that it would be necessary to have two Engines of 50 
horses at each end of Rainhill to do the required work, and 
that the locomotive Engines also should go up the hill, that 
they might accompany their load^ and assist in taking down 
the rope, which we found Ihe empty wagoa^ alone eould 
not do with the necessary ppeed., To give 9 mijes clear 
per hour, the speed of the wagons, while in motion upon 
the planes, will require to be twelve miles per hour. The 
IJ mile,, that is, the length of the plane, will, therefore, 
take . . .. • • • • • • .. • . . 7i minutes. 

And the stopping and changing, &c., . • 2i minutes, 

Making .... ... 10 

Or six journeys per hour; or if ten working hours, say 60 
journeys per day; and 3000 tons being to be passed in each 
direction daily, the load for each journey will be 50 tons, 
goods and wagons, or say fifty-two tons, which will require 
the power stated, (See note H.) . 

We have now therefore to add the annual cost of the fixed 
Engines to the sum already stated for the locomotives^ 

viz., to . ^37,456 2.0 

The stationary Engines, with ropes, &c., 

as detailed in Note I,, is per annum . . . 5,013 6 
Crossing upon level of way iSl^O, of which 
the interest is . 6 

Carried over * . . . ; ^^4^,475 8 
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JBro^ht forward . ^842,475 8 
And for annual expenses, of watef statipns, 

as detailed in note Note K . . . • 9^2 10 
Duplicates of Engines . • • ^400 00 ' 
Duplicates of ropes, 18 tons 17 

cwt 16 lbs. at ^851 ... 901 14 3 
Signals ....... . 100 00 

£1461 14 3 



This sum; (dfel461. 14s. 3d.,) considered as 
a necessary additional capital for articles 
of which the deterioration is already ac- 
counted for, makes at 5 per cent. , . . 73 2 



The interest of the capital and annual ex- 
penses <!»f the locomotive system is there- 
fore ..... . £43,471 



. This sum isf e:sclusiv6 of the e^ense .of working the Li- 
verpool Tunnel, which is supposed not to be affected by the 
plan that ndtay be thought most desirably upon the line ge- 
nerally, not exclusive alsp of the wear of rails . by the Enr 
gines travelling, upon them. 

To reduce this to a rate per ton per mile, we have 4000 
tons moved thirty miles per day for 31;^ days, or 37,440,000 
tons moved one mile for £43,471, which is at the rate of 
•2787d., or about 7-25th of a penny per ton per mile. 

As the amount of capital necessary under each system is 
also a proper subject for consideration, I shall, before pro- 
ceeding to the stationary, state the sum requisite upon the 
locomotive plan: — . 

It comprises 123 Engiues and tenders, 

at £600 ... . . . . . . £73,800 

Engines for Rainhill and Sutton (see 

note L) . . 9,190 



Carried, over. .... £83,990 
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Brought farwctrd . • . ^683,990 
Duplicates for same and machinery^ as 

above .^ . . 400 O' 

Ropes for Rainhill^ dedactiog old^ (see 

note I.) . . . . . . . • . 792 

Duplicate ropes, as above . . « . 961 14 3 

Cost of iron crossings ..... 120 

Signals for Rainhill and Sutton . . 100 
Ten water stations at £560, (see note 

K.) . , . . - 5,600 O 



So that the requisite capital is . ^890,963 14 3 



The expense of the stationary system comes next to be 
estimated. 

Preparatory to this we considered the space 'between the 
Liverpool Tunnel and the foot of Rainhill planey about six 
toiles in length, to be divided into four spaces, each 14 
mile long — the ascending and descending planes each to 
form one stage — ^tbe two miles level upon Rainhill two 
fltages—- and the 19 miles, from the foot of the plane to Man- 
chester, to be divided into 12 stages of IJ mile each, and 
one stage of one mile, nearest to Manchester. The speed 
of the wagons, while in motion, we supposed 12 miles per 
hour, consequently the li mile stages would be performed 
in 7i minutes,, and if 2 J minutes be allowed for stoppages 
and changing ropes, the rate from one extremity of the line 
to the otlier would be nine miles per hour, which, when al- 
lowance is made for taking water^ coals, &c., is about the 
clear rate at which we have estimated the locomotive En- 
gines. We have supposed the reciprocating plan upon the 
principle of the Brunton and Shields way to be adopted, 
and that the weight of the goods and wagons forming the 
train is 52 tons, as we before calculated for the inclined 
planes. 

. The power to be applied to move this weight upon .the 
level will be 26 horses in each direction j— this we calcu- 
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lated at 30 horseili, making thus two 30-bor66 E&gbes at 
each end of the li mile stages. (Seejiote L.) 

The calculation upon the locomotive system showed that 
two 504ior8e Rngines at each end were sufficient to work 
the Rainhill.and Sutton inclined planet; but as the Engines 
will now^ in addition, have to draw the wagons towards 
them for a mile upon the level/an increase of ten hordes' 
power has been mc^de to each Engine, making two 60-horse 
Engines to each station. 

An additional powdr of 30 horses to the Engines at the 
head of the Liverpool Tunnel also, is applied to draw the 
wagons iowiurds it^ and two 12-*horse Engines aiie calculated 
for the Manchester end, the work of both extremes being 
in one direction only. 

From the descent of the Rainhili planes and the two 
stages upon the hill being only one mile long, two Engines 
of 20 horses each are sufficient in these situations. 

The estimate of the two l2-horse Engines at the Man- 
chester end is (per noteM.) , . . «i@l,7d5 

Fifteen stations, with two 30-horse En- ^ 

gines at each, at ^63500 (per note N.) . 52,500 

Upon Rainhili, and at the foot of the 
planes, three stations, each with two 
dO-horsQ Engines, at ^2710, ^per note 

0.) ... . . 8,130 a 

At tj^e top of the two-planes two 60-hors^ 

Engines to each, (per note P.) , . .10,000 O 
At4;he tc^^ q{ the Liverpool Tunnel 30 

horses additional power . . . . . 2,000 O 

Amounting to . . • . 74,355 O^ 

Pulleys for two line?, each 29i miles long, 
8 yards distant, No. 13,090, at l5s. in- 
cluding fittings . \ , . . . . . 9,817 10 

Extras to foundations of Engines and En- 
gine houses in Chat Moss . . . . 3,000 

Making caintal for Engines . JS67,173 10 O 



. Interest at 5 per cent ^ and depreciation at 

li per cent, on capital of Engines and 

Buildings, as estimated, or 6i per cent 

on all upon ^87,172. IDs £6,666 4 9 

Repairs, Coals, and working expenses, 

(see note Q.) . .11,257 15 8 

Rope at 8-lOOth of a penny per ton per 

mile, upon 4000 tons conveyed « 27 

miles per day, for 312 days . . . 11,232 
< R,opes for Rainhill and Sutton inclines* 

(same as upon locomotive system, de- 
tailed in note I.) 3>di5 12 

Rope for tail-rope on Rainhill and Sutton 

planes, at 2-lOOth of a penny per ton 

per mile, upon 400 tons conveyed three 

milesperday, for 312 days . . • . 312! 
Spare rope interest upon value(see note R.) 219 15 
Sundry other expenses and charges, as 

detailed in note S. 1,291 4 6 

Making the total of working the stationary 
Engines, with interest upon capital . de33,294 115 

This sum, divided by the number of tons, as in the loco- 
motive system, makes the rate per ton per mile .2134 of a 
penny. 
The capital employed in this case will be as follows : — 
Engines, as above ...... .dS87,17210 

Duplicates for same (see note S.) . . . 1,354 00 
Ropes dS4395, (See note R.) and d^92 

(see note L) . . . . . . , • 5,187 

^ Cast iron crossings 300 

Store ropes dS5336; 16s. 8d. (see note R.) 
and £961. 14s. 3d. (per locomotive esti- 
mate above) . . 6,298 11 

Signals .*.... 550 

Making total comparative capital . jS100,862 1 
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To bring the whole under one view I dhall here state the 
results together. 

The capital necessary for the various ar* 

tides stated for the locomotive system 

is . • . . • • . • • * . • i?90,963 14 S 
And for the stationary . • •. • * • 100,862 1 0^ 

Difference in favour of the locomotive 

plan of .......... £9yS98 6 9 

The interest of capital and annual expense 

of the locomotive system is •> • • ^643,471 
And of the stationary ...... 33,294 11 5 

Leaving the difference in favour of the . 

stationary plan of . . . . • . ^810,176 8 7 

The rate per ton per mile upon the loco- 
motive principle is .2787 of a penny. 

And upon the stationary plan • . . •9134ofapenny. 

' Making an excess of expense per ton per mile ,0653 of 
a penny, by the locomotive system, or the comparison of 
annual expenses is nearly as 7 to 9 in favour of the station- 
ary system. 

It is proper here to observe, that as the ol^eet of our la- 
bours was chiefly a comparative estimate,, we have not in- 
cluded any general superintendence or contingent expenses, 
as these are supposed to be equal upon both principles, nor 
have I thought it necessary to calculate for the greater trade 
at the Liverpool end requiring a greater power of stationa- 
ry Engines, than that at the Manchester end, as this does 
^ not affect the aggregate expense. The allotment of power 
would have made the reports still more complex, and al- 
though this will be an iniportant consideration previously 

3 
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to vesolviirg on the power of eych partieular Engiae, th$ 
nverage appeared sufficient for our present purpose. . 

Haying thus brought the question of expense to a point, 
I can readily anticipate a dififerenee of opinion as to the cor- 
rectness of the result frpn^ those who may hs^ve previously 
arrived at difiter<ent irqnolusions, and may therefore have 
been led to prefer the one system as being much cheaper 
than the other. 

The principal points of difference are likely to be — 

First, As to the quantity of work which the locomotives 
are oaipable of performing. 

Second, As to their consumption of fuel. 

Third, As to the repairs they may require. 

Fourth, as to the friction of the ropes used in the station- 
ary system. 

Fifth, .As to the expense of ropes per ton of goods con- 
veyed. 

I shall therefore state generally the reasons for our con- 
elusions on each of these points. 
. First, as to the power of the locomotive Engines. 

We have calculated them at ten horses, including the 
power for moving their own weight, which employs nearly 
the exertion of one horse's strength when going at the rate 
of 2J miles per hour, and therefore reduces the effective or 
disposable poyver to nine horses. We consider it more ac- 
curate thus to state the power of the Engine, as the propor- 
tion of it necessary for propelling the machine Varies with 
every degree of speed and inclination, until the dead weight 
requires the whole exertion of the moving power to draw it 
along, as we found to be the case upon the Rainhill and Sutton 
planes at ten miles per hour. Now, as it has for the last fifty 
years been understood and agreed in expressing the power of 
a steam Engine hy hotses^ power, to take the power of one 
horse at 33,000 lbs. raised one foot high, or 150 lbs. raised 
220 fpet high, in a minute, or at the rate of 2i miles per hour, 
there can be no difference as to what the power of a 10 horse 
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Engine is. Aoid it is almost as well agreed thatthe resistance 
upon awell-constructed Railway is upon a leyel l-180thof the 
weight moved, or about l^J pounds t0 the ton. The effect 
of gravity in moving upon inclined planes is still more uni- 
versally agreed, .and is an abstract question altogether inde- 
pendent of experiment On all these points, therefore, 
there can be ho difiSrence Of opinion. But it niay be said 
that a more ppwerful engine niay be used. It may so, 
and probably a 12 or 13 horse Engine, upon si^ wheels, 
•may be found to suit better; but if the costs and weight pf 
the machine and its carriage, and the consumption of fuel, 
be increased in the proportion of the power, (and this I 
deem requisite) no advantage, so far as respects the calcula- 
tion, will be obtained. Theiimit is the size of the boijer, 
the cylinders of the engines being generally capable of do- 
ing more if the boilers would supply the steam. The best 
criterion is experience^ and in referring to the Engines now 
in use, the most accurate test is, not what they will do for 
a 9hort time in an experiitie)it, but what they really do in 
their regulkr work* We therefore brought into a tabular 
form (see note T,) the result of the information we had re- 
specting some of the Engines on the Darlington way, ode, 
which is very powerful and weighty, constructed by Timo- 
thy Hack worth, the machinest upon the line, the others, I 
believe, made by Mr. Stephenson at Newcastle. It was 
stated to us that the summer work of Hackworth's Engine 
is 24 empty wagons from Stockton towards the pits, at 5J 
miles per hour, and the winter work 20 wagons at the same 
speed; the other smaller Engines take 20 wagons in sum- 
mer, and 16 in winter, at 5 miles per hour. By reducing 
the work to a level, the former at the rate of 10 miles per 
hour, appears by the table to draw of gopds only - 
In summer . . . .171 tons 
In winter .... 142 tons 

The average being therefore 16i tons. 
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Th6 smaller Engines, in the same way, do what upon a 
level would be. equal to— 

In summer . - . . 13i tons 
In winter .... lOj toni^ 

Making an average of • . IB tons nearly. 

Now, this is with Iheir ascending train of empty wa- 
gons, which is the heaviest work they have to do, owing to 
the descent, of the way with the loaded wagons; they con* 
sequently do this work onlyhalf the time. But the basis 
of our calculation is 13 tons of goods conveyed, summer 
and winter, in both directions, which therefore is more than 
the Darlington Engines, excepting Hackworth's. In the 
table the work of the Engines is compared also at the speeds 
of 5 and 8 miles per hour. 

The result of an experiment we made with a very good 
Engine at Elillingworth, proved that, for a short ascending 
length, it did nearly the work of 13 horses; but this fol« 
lowed by an inclination in the opposite direction, in which 
its work was H horses, and upon a level of about a mile^ 
where the way was very much out of repair, it did nearly 
11 horses. The Engine was, I think, travelling beyond 
its average speed, as is usually the case when experiments 
are being made; but even at this last work it would only 
carry 1$ tons at 10 mfles per hour. The Engine was stated 
to be of S horses' power, exclusive of its own weight, say 
gross power 9 horses, and I believe this to be what it is 
fairly capable of doing. . 

Mr. Sinclair's detail of an experiment with the new En- 
gine upon the Bolton way, when it travelled for 1 l-5th 
mile at 8 8*10th miles per hour, with 13 chaldron wagons, 
each about 73 cwt. upon a rise of 1 in 432, makes the power 
to have been upon that occasion nearly 24 horses. Were 
this to be taken as the work which the Engine is capable 
of continuing, it would (see note U,} take 41 tons of goods 
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\ipon the LiverpoQl way at 10 miles per hour; but no one 
estimates the power of the Engine at 24 horses, so it is im- 
possible to calculate upon the above as a basis for your 
work. In the same letter Mr. Sinclair states, that the En- 
gine usually takes 7 or 8 wagotis, " that number being most 
convenient," at 6 miles per hour: taking 8 as the number, 
this would (see note V,) be, the work of an IX horse En- 
gine, and is equal to 15i tons of goods, at 10 miles per 
hour, upon your way, which I apprehend to be ihepradtt" 
calfair every-day work of the Engine, and all beyond this 
is of value only to show how much the Engine can do, just 
as a horseway be made at a push, and for a short space, to 
do twice the work he is capable of continuing without in- 
jury. As there is no lock-up safety-valve to this Engine, 
and as the valve is fixed dowil while the Engine is in mo- 
' tion, it was, I presume, impossible to ascertain the strength ' 
of the steam at the time of the (experiment to which I have 
referred. - \ 

Mr. Robert Stephenson has reported to us an experiment 
with Hackworth's Engine, which I jHTefer, because that En- 
gine has a safety-valve, which, although not quite out of 
the power of the Engine-man, is stated by Mr. S. to have 
been at liberty at the time. 

It appears by this experiment, that the Engine took 48| 
tons of goods 3500 yards, upon a rise of 10 feet in a mile, 
and returned down, being equal to 5000 yards upon a level, 
at the rate of 11 2-1 0th miles per hour, and that the steam 
was blowing off when the experiment concluded. 

' I state the preceding as it has been given to us. Hack- 
worth's Engine is undoubtedly the most powerful that has 
yet been made, as the amount of the tons conyeyed by it, 
compared with the other Engines, proves— the boiler is 
longer, with a returned or double flue — there are six wheels, 
and the weight is increased nearly in the proportion of the 
power. Mr. Stephenson's report states the consumption of 
coa^ls to have been 1 6-1 0th Ibsi per ton per mile, wliich is 
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less than the average of former results, and probably the 
fiteam may have been lowered during the experiment, which 
being for so short a time (about a quarter of an hour) is not 
bettor evidence than the regular work of the Engine which 
has been detailed, and as the Engine-men are paid per ton for 
the work they do with the Company^s Engines, there is rea- 
son to conclude that they work them to the best advantage. 

I have reasoned upon the Engines generally in their pre- 
sent state, and it is proper to say that improvements have, 
since my survey in 1824, been made in them, and that the 
attention at present bestowed upon the subject will in all 
probability still do much for them. The Engine made 
by Mr. Rastrick is different from that by Mr. Hackworth 
in the form of the iBue and otherwise. Mr. Stephenson's is 
different from both, and every new Engine he makes dif- 
fers in some respects from the one preceding it. # 

Since 1824 the diameter of the wheels has been increased, 
wrought iron tire substituted for cast, spring safety-valves 
have been introduced, and the Engine itself is supported 
upon a spring carriage. I titink these all decided and great 
improvements, arid in estimating the question generally it 
is fair to anticipate others.. It is true that improvements 
in the stationary system may also be expected, but not, I 
should say, to the same extent. 

From the account of work by the Hetton Engines we 
find that they are doing less than the others, owing, as we 
have calculated, to the rise in one part of theif journey be- 
ing too great for their advantageous application. By the 
detail (see note W,) it will be seen that the work of these 
Engines is equal to only 10 tons of goods upon the Liver- 
pool way, at lO miles per hour. 

The slope of the Middleton road is well adapted for lo- 
comotive Engines descending loaded, and ascending empty, 
the average fall being 1 in 440, which makes the load in 
each direction very nearly the same. Mr. Blenkinsop rates 
his Engine at 6 horses, and by calculation we find that the 
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work dolley while in motion, with 30 w^gons^ is 6} horses 
descending and 6 1-1 3th horses ascending. 

Upon the whole, therefore, I am satisfied that the work 
we have stated for the Engines, is as great as ought fairly to 
be calculated upon,T-«nd I have gone the more into detail 
that you might be in possession of t|ie priacipal facts upon 
which our calculations are founded. ^ 

I think it unnecessary to say more respecting the slipping 
of the wheels, than that it does not appear to form any 
ground of objection upon your line^ when the weight to be 
taken is considered. The liability to slip is much lessened 
by the introduction of spring carriages for the Engined. 
By an experiment we made upon a very irregular part of 
the Killingworth.line it was satisfactorily proved, that with 
48 tons of goods and wagons there was no slipping. 
Second, as to the consumption of fuel. 
This article is so cheap in most places where, locomotive 
Engines^are in use, that it is not customary to keep any a^ 
curate accounts of it, and the objections to a short experi* 
ment are evident. 

The average of the experiments made at Het* 
ton and Killingworth in January, 1835, gave 
for 1 ton of goods conveyed 1 mile upon a 
level at 4i miles per hour • . • . . . ^.15 jibs., 
Mr. Blenkinsop's account at first made the quan<^ 
tity about 4 lbs. but an explanation sinc% 
confirmed by the statement of the Engine-^ 
man, reduces the consumption to . .V • 3.70 ,^ 
The Hetton account of the present Eh^nes, 
reduced to a level at about 4 miles per hour, 
is upwards of . . .... . 4 . . 3.0 „, 

The Hetton account of the Engines when upon, 

the line near Sunderland is ...... 2.0 ,,. 

Mr. R. Stephensqn's report of the experiment 
upon the Darlington line, already referred to, 
at 11 miles per hour ........ 1.60^,.. 
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But the account most to be depended upon from the 
length of time, and the accuracy with which, from ita ob- 
ject, we may suppose it was kept, is thSit which has been 
furnished to us by Mr. Storey, Surveyor of the Darlington 
and Stockton line. The Compapy's view was to ascertain, 
without the knowledge of the Engine-men, the actual con- 
sumption of fuel, in the use of which (knowing thait the 
men jpoy, as was before remarked, for the coals they burp) 
we may reasonably infer that they study economy. 

It appears then that 298 tons of coals were used by the 
four Engines during the months of May and June, 1827, 
and that the work done in that time was equal to 249,239 
tons of coal conveyed one mile upon the way. This is 
equal to 2.16 lbs, of coal per ton per mile, but as the coal 
was also employed to bring back the empty wagons> it be* 
came necessary to reduce the inclination to a Jevel, and to 
«uppo)se the Engines to have done work in both directions, 
which we did, and the result gave 2 8-lOth lbs. of coals pec 
ton of goods per mile. The^e quantities do not include 
the fuel required for heating the water at the water stations, 
and generally it is cpal of a quality superior to that which 
will be used upon the Liverpool road, but the quantity is 
nearly six times what is necessary for a fixed Engine of the 
same power. As, however, the improvements in Mr. R,as- 
trick's and Mr. Hackworth^s boilers, to which I have al- 
ready referred, will cause a saving of fuel, and as Mr. Ste- 
phenson's attention is at present directed to the same im- 
portant subject, we may confidently expect that a reduction 
of expense on thi^ point will be effected. We, therefore, 
fixed upon 2i lbs. per mile, (which may be equal to about 
2 lbs. of Newcastle coal,) and our calculations are formed 
upon this standard. 

Third, as to the aniiual cost of locomotive Engines. 

Any difference of opinion on this point is likely to be 
confiped to the quantum of repair; for as to the original 
cost and men's wages in working them there can be little 



ground for speculation. On. the other h^ads we have formed 
our own judgment, and we find that the details furnished 
by Mr. Wood, of Hetton, and by Mr. Blenkinsop, are both 
above our. estimate; but in this, a? in other points, expe- 
rience will induce a saving. I nray instance* the use of 
wrought-iron tire, as well as the great difference in the qua<- 
lity of this metal: one set of tire had worn out in ten weeks 
upon the Darlington way, while upon the Killingworth the 
Engine with which our experiments were made, had a tire 
which had been twelve months in iise, and the effect was 
scarcely perceptible. 

We have supposed that of ^Jo? Engines Jive ma)'' be con- 
sidered as always at work and the sixth under repair, which 
I do not think i^ by any means overstating the number ne- 
cessary. , 

Fourth, as to the friction of the ropes in the stationary 
system. 

Upon this we have sb me difficulty in obtaining satisfac- 
tory data. The friction of a wheel carriage upon a Rail- 
road we have taken at l«180th of itis weight; but in the 
present case the number of sheaves to be moved, compared 
with the 'weight, the irregular surface of ^he road, its ri- 
gidity or stiffness in winding upori the barrels, and the fric- 
tion of the drums themselves, make the aggregate of resist- 
ance much greater. 
: If the rope be taken at per y^rd . • . . .4 lbs. 

A second length of rope upon the drums will be 

also .......... ' . . 4 „ 

The drums themselves will be equal to . . . 2.6 „ 

And the pulleys to . ... . . . . . 4 ,, 

Making the total friction per yard . . . . 14.6 lbs. 



If the friction therefore be taken at 1-1 80th of the mass 
fn motion, it will be about l-50th of the weight of rope, 

4 ■ 
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taUng the rope ia one direction only, or at 4 lbs. per yard, 
viz. 180 multiplied by 4, and divided by 11.6. 

The results upon the Brunton and Shields way &re very 
different from each other. In some the estimated power of 
the Engine is not suflScient to take th6 load independent of 
the rope, while in others it leaves a large surplus: — where 
the former is the case, it is evident that the Engine's power 
has been underrated, which we found it generally to be on 
this line. In two of the planes where the empty wagonp 
are taken by gravity, we found (see note X,) the friction of 
the rope, as nearly as possible, l-22d of its weight. These, 
I think, good data. 

Mr. R. Stephenson has reported an experiment upon the 
Darlington road, by which the friction was 1-lOth of the 
weight. This was also with the empty descending wagons. 

Mr. Thompson's own idea is much under any of the 
above results. 

I think that l-22d of the weight of tbe rope, in one dir 
rection, may be taken for its friction,, and that of the drums, 
•heaves, &c. and if to this be added 1-1 80th of the other 
length of the rope, the result will not be far from the truth, 
and the strengtjj of the Engines is calculated to be quite 
equal to this. 

Fifth, as to the cost of rope^. 

This being a most important item in the fixed system, 
has occupied much of our attenti[on, affecting as it does yery 
xnateriatly the relative economy of the two systems. It 
will b€> seen by referen&e to the annual c)ia^rge that ropes 
alone amount to upwards of dSl 1,000 per annum, or about 
one-third of the whole expense. 

Upon this isubject experience of course is the only guide, 
and Mr. Thomp&On^s experience is by far the greatest upon 
the reciprocating system. From an account kept by him^ 
apparently with great accuracy of detail, <*The mean ave- 
rage cost of ropes has been found to be 51-lOOOths of a 
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penpy,'^ or l-20th of a penny nearly. The declination of 
the way being in the direction of the loaded wagons, and 
there being in some cases no tail-rope^ are both favourable 
to this line as compared with a horizontal road; but as here • 
the wagons are drawn back empty^ the cost per ton of 
goods, as compared with the Liverpool and Manchester 
line, is increased. . 

Mr. Storey reported to us, that the ropes upon the Brus- 
selton inclined planes cost, by an account kept by him, 
one-fourth of a penny per ton upon all the coal conveyed 
over them. We have by calculation reduced this to a ho- 
rizontal surface, and fi;id that it would be J^3-I000th,^or un^ 
der l-40th of a penny per ton of goods per mile, exclusive 
of the wear of iaih-rope. (See note Y.) 

The reciprocating systena being applied on the lower part 
of the Hetton road, Mr. "XYood has informed us, that 
301,800 tons of coal were conveyed over a distance of 2) 
miles for an expense of ^6^780 in ropes. By reducing thi^ 
to a level, and to suit our case> we find the cost to be 
13-lQOth of a penny per ton per mile? which very much 
exceeds either of the former results. We believe,the.Coal 
company pay a price per ton to the rope maker upon the 
quantity of goods conveyed. 

After fully considering this impprtant subject, in all its 
bearings, we fixed upon 8-1 00th of a penny per ton of 
goods per mile, dividing it into 6-lOOth for the head^rope^ 
and 2-lOOth for the tail-rope. **. 

In a matter of so great consequence I have thought it 
proper to be thus particular, at the risk of being tedious; 
and having now discussed what you very properly call the 
^* primary object,^ VI proceed -to the investigation of .the 
other subjects referred to in your instructions to us. 

You inquire — " How far the injury which may be 
done by locomotive Engines is likely to occur to tJ^e Li-- 
verpool and Manchester Rail-roadJ^ 

My opinion is, that the injury to other ways. arises chief- 
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ly. front the want af sufficient weight in the rails, from the 
blocks being, too small, and from imperfect foundations; 
but that as great care appears to have been taken, to guard 
against these evils upon your line, there is no injury in the 
way of breaking or bending to be apprehended, unless per- 
haps on Chat Moss, or upon the embankments formed of 
the Moss, or other soft material, and that will be only un- 
til the foundations become consolidated. This opinion is 
of course given with imitation as to the w^eightof the En- 
gine and water in the boiler, which we have calculated as 
not exceeding 8 tons. If an Engine like Hackworth's, or 
Mr. Stephenson's heavy one, be used, we conclude it shall 
have six wheels like those referred to. 

It is proper also to state, that the jlocomotive Engine has 
to be debited with the wear of the rails, in even a greater 
proportion to its weight than the ^oods and wagons, owing 
to the greater load upon the wheels, and the vibration caused 
by the working of the Engine; In the account of annual 
expense, no sum has been charged for any wear of the 
Railway. 

"The wear and tear of wagons'' is the next point to 
which you refer, and OJi this I cannot do better than quote 
from Mr. Storey's letter on the subject, especially as it is 
the Diarliington wagons you. stale to have suffered so much. 

^* The destruction of the wagons,'' says Mr. Storey, 
(for it is not wear) " occasioned by the Engines, compared 
with that by horses, is much more by the former than by 
the latter. The principal parts damaged are the bottom, 
framing, and axles. The cause Icpnceive to be the sud- 
den jerks at starting and stopping, the frequency of one, 
two, or even three wagons getting off the way at the turn- 
outs or pass byes^and their being trailed a considerable dis- 
tance before the Engine mdn sees it, or the Engine feels it 
so perceptibly as to inform the man that she has soniething 
' more to do; and also when passing the sidings very frequent- 
ly the -switches get deranged;; the Engine going from 6 to 8 
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miles per hour, the wagons are throwa out of their proper 
direction, when a twist takes pla6e on the wagon-framing, 
and with the sudden stopping of ^ueh a train at that speed, 
causes very great destruction to every part of the wagon/' 
It may be added to Mr, Storey^s observations, that as the 
speed with Engines is greater than with horses, the injury 
is also greater, in case of any irregularity. The curves 
upon ways are also injurious to wagons, by the greater fric- 
tion they occasion. From the Darlington line falling in 
the direction of the load, the momentum^ of the loaded wa- 
gons tends to increaise the damage, in case of any accident 
upon that part of the line. 

The straightness of your line, the strength of the rails, 
and the way being nearly level, except at the inclined 
planes, are all favourable for the wagons, when compared 
with the Darlington. Indeed I think that almost the only 
probable cause of injury to the wagons with you, will arise 
from the sudden stoppages; but this may be much lessened 
by the introduction of a bent iron acting as a spring at the 
end of the wagon, to ease the effects of blows frDm the con- 
cussion with the other wagon before and behind. 
As respects the " accommodation to the public j^^ 
Our opinion is, that it may be given by either system, 
so as to leave no reasonable room for complaint or dissatis- 
faction, either in the direct conveyance froni end to end, 
or in the taking tip or delivering of goods and passengers 
at the intermediate places. 

Each system has its peculiar advantages. 
By the locomotive the train may be stopped at pleasure; 
but as the grand object will be despatch between the ex- 
treme points, the stoppings should be at the fixed stationis 
only, where goods could be delivered, and passengers set 
down. In the locomotive plan, this would be done by 
sidings at proper distances, and this system has the advaii- 
tage, that the stopping of any singly train might be longer 
or shorter without a detention ta the general trajffic. 
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Upon the stationary system, there would be sidings also, 
where carriages and wagons might draw off, and when rea- 
dy to start again, they would return to the main line; but 
being there, they must proceed at the uniform speed, for 
as there would hie a general sympathy throughout the whole 
line, the stoppage or delay at anyone point would affect the 
whole. This is a disadvantage of the stationary system. 

The probability of accident upon any particular part of 
the system is, I think, less with the stationary than with 
the locomotive; but in the former the effects of an accident 
extend to the whole line, whereas in the latter they are con- 
fined to the particular Engine and its train, unless they hap- 
pen to obstinict the way and prevent others from passing. 
The one system is like a number of short unconnected 
chains, the other resembles a chain extending from Liver- 
pool to Manchester, the failure of one link of which would 
derange the whole. 

The locomotive Engines would follow each other at the 
average interval of about 4 minutes, and at two-thirds of a 
mile distancfe. 

It will require some exertion to methodize the stationa- 
ry system, and some experience to work it properly, but 
the knowledge that it is necessary to be regular and .careful 
will produce a corresponding iinxiety and attention in all 
concerned, and in time the operation wilj become almost 
mechanical. There are about 20 changes of horses in the 
mail between London and Liverpool, a stoppage at any one 
of which influences the whole: reverting to our metaphor, 
the chain here extends for 200 miles; and notwithstanding 
the various chances of accidents and delays the mail gene- 
rally arrives about the proper time. 

The most probable cause of delay will be from the ropes 
breaking. It is rather remarkable, that when we were upon 
tjhe Hetton way one of the ropes bi;oke in two places, I be- 
lieve through cai*elessness, and deteyed the train about an 
hour. Also whifewe werfe upon the Brunton way some 
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delay in the descending took place through a few of the wa* 
gons getting off the road, a switch having been ftft in the 
wrong direction. 

The stoppage of 2 ^ minutes at each stage for changing 
the ropes will give an opportunity for passengers and wa- 
gons to join, if the load be not already complete. The wa- 
gons going in opposite directions will meet at the stations, 
and by the proposed method there will be no delay but for 
the 2h minutes. . This can be effected by the trains cross- 
ing from the one line to the other at each station, (as shown 
by the diagram,) by which both lines of road will always 
be occupied, and each Engine always drawing two trains, 
one in each direction, towards it, while in the mean time 
the two other ropes belonging to the same Engine will.be 
going out as tail-ropes to the two trains that are moving in 
each direction from it. The journey from Liverpool to 
Manchester will thus be made in 31 hours with both goods 
and passengers. As the' stations are H mile apart, the 
greatest distance to a station can never exceed three quar^ 
ters of a mile. 

If the 'switches or tongues of the rails be made with 
springs, they will act without atiy interference or care from 
the attendants b^ing necessary. This will remove in a 
great degree the evil of crossings, and there being two bar- 
rels over each line of way, the motion of the Engine need 
never be changed. 

As the mechanism of this is not easily expressed so as 
to be intelligible either in words or by a drawing, I have 
ordered a model to be made, which will, I think, answer 
the purpose better. 

The crossing of roads upon the level of the B^I^ay is 
more objectionable with the stationary than with the loco- 
motive system. Had the plan been fixed before the levels 
were formed this might probably have been avoided, in 
many instances, by making more of the crossings over, or 
sinking them under the level of the Railway, and with 



32 

some it piay not be too late even now. Mr. Locke has re<- 
ported to us thirty roads (chiefly for accommodation) upon 
the level of the Railway in the whole line. 

By the Engines working with what are technically called 
friction clutches^ or with friction drumsj (by which, in 
case of stoppage, the Engine goes on without carrying the 
rope-drum along with it,) by having careful men to accom- 
pany the trains with powerful brakes, by connecting the 
head and tail-ropes together under the train, by a contri- 
vance instantly to disengage the train from the rope, and 
by proper signals of approach, any chance of accident to 
persons or cattle crossing would be very much lessened; 
but as the locomotive Engines can be backed, and the wa-» 
gons consequently stopped more expeditiously, they are so 
far safer in this respect 

Yoxi inquire particularly as to the '* comparative safe- 
it/ of the two modes,'' 

As a general answer, I should say that the stationary is 
the safer, chiefly from the locomotives being necessarily 
high pressure Engines, and accompanying the goods or pas- 
sengers upon the way. I see no reason for changing the 
opinion I gave in 1824 of the impropriety of fixing down 
the safety-valve, without having a lock-up valve out of the 
Engine-man's power. Within the last year, two accidents 
have occurred upon the Darlington way, in each of which 
a life was lost, and in both cases the safety-valve was fixed 
down. The Darlington Engines have since had additional 
spring safety-valves attached to them, by which the danger 
is much diminished; and Mr. Rastrick has, to his Engine, 
fitted an ingenious spring safety-valve, completely beyond 
the reach of the workman, which will, I doubt not, answer 
an excellent purpose. In your case, they would be indis- 
pensable; for any accident at the outset, attended with loss 
of life or limb, would seriously prejudice the concern with 
the public. 

All the accidents that I have heard of have happened 
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through the fire-tube bursting, and the steam blowing out 
the fire-bars, the hot water, &c. at the fire-door. Should 
you adopt the locomotive system, the fire-tube should be 
returned in the boiler, as in Hackworth's Engine, so that 
the fire-place be in the end of the boiler, farther from the 
train. By these and the other means commonly in use, 
and by the careful and frequent examination of the tubes, 
I think there could be but little danger, as respects passen- 
gers or goods, to be feared: certainly not so much as to be 
a sufficient reason for not adopting the locomotive system, 
if in other respects it be thought preferable. 

I cannot, however, go so far as to say that there is no 
more danger with high than with low pressure Engines; 
for although it may be true, that if the boiler be made of 
strength proportioned to the pressure, a failure in the one 
description is as likely as in the other, yet the effects of 
such an accident, with a high pressure boiler, are naturally 
much more terrible than with a low pressure — ^the one may 
be called an explosion, often destroying all around it — ^the 
other is generally confined to tearing the boiler, extinguish- 
ing the fire, and perhaps scalding the attendant, if close to 
the place. 

•In using the general expression, '^ high pressure,^^ I 
here refer to such a pressure as is necessary for locomotive 
Engines. Upon the Brunton and Shields way, the Engines 
are high pressure, but only about half the pressure of the 
locomotives. 

Your next inquiry isy " whether goods and passengers 
can be conveyed upon the two lines already provided^ 
and if so^ by tvhat system the desired object can be best 
attained ?^^ 

My opinion is, that with communications between the 
two lines, and branches from them at proper distances, the 
objects contemplated can be attained; but that with two 
lines, the stationary system will, upon the whole, be the 
preferable, as the trains will always meet at the stationsj^ 

5 
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4nd «f thero will consequeiitly bo no occasion for any turtiB 
0at or breaks in the line^ except at these places* 

With the locomotive, a third linej¥0uld be a great* ad- 
vantage, as the Engines might then pass each other, if go- 
ing at different speeds, or in case of any stoppage or acci- 
dent upon either of the main lines. 

** Upon the consideration of the question in every point 
of view, taking the two lines of road as now forming, and 
hnving reference, to economy ^ despatch^ ^oftty^ and con- 
veniencBf our opinion is, that i/it be resolved to make the 
Liverpool and Manchester Railway complete at once, so as 
to accommodate the traffic stated in your instructions, or a 
quantity approaching to it, the stationary reciprocating 
qrstem is the best; buty that if any circumstances should 
induce yon to proceed by degrees, and to proportion the 
power of conveyance to the demand, then we recommend 
locomotive Engines upon the line generally, and two fixed 
Engines upon Rainhill and Sutton planes, to draw up 
the locomotive Engines, as well as the goods and car- 
riages/' 

Should the latter plan be adopted, you would of course 
only order such a number of Engines as you might see oc- 
casion for, both on account of saving expense, and to ena- 
ble you to take advantage of the improvements which may 
be made; with a view to encourage which, and to draw the 
attention of Engine-makers to the subject, something in 
the way of a premium, or an assurance of preference, might 
be held out to the person whose Eogine was, upon expe- 
rience, found to answer the best. The Rainhill Engines 
would at the same time enable you to judge of the compa- 
rative advantages of the two systems, and if upon any oc- 
casion the trade should get beyond the supply of locomo- 
tiveSf the horse might form a temporary substitute. 

About three miles of the Brunton and Shields way are 
wrought by horses, the expense of which Mr. Thompson 
finds to be equal to 45-lOOth of a penny per ton of goods 
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per mile upon a le^el road, and my ealeulation make* it 
43-lOOth of a penny; but this ia at the animal'a beat speedy 
or about 2i miles per hour. 

The Darlington company pay a halfpenny per ton of coal 
per mile, for the horse hire and driver; consequently they 
pay lOd. for every ton of coal that is led to Stockton, a dta^ 
tance of 20 miles, but this also includes the bringing back 
of the empty wagons. The locomotive Bngine^men find 
coals, oil, tallow, hemp, oil for the wagons, and their fiM« 
men or assistants, for id. per ton per mile. Now if find-^ 
ing and repairing the Engines be estimated at id. (which 
appeared to be the opinion of the compahy's agents,) there 
is a saving of one-eighth of a penny per ton per mile, by 
the locomotive Engines, under this head; but I appfehend 
that the damage -to the rails upon the Darlington is greater 
than the expense of repairing the horse-track, and that the 
borae labour would be nearly as cheap to this company.'— 
This, however, (like the calculation for the Brcinten wary, 
above,) is taking the horse at his most advantageous speeds 

At an increased speed the muscular exertion is so great 
that the effect of the horse is much reduced and the expense 
so much increased, that if at 2h miles per hour the cost p« 
ton per mile be taken at 45-l(K)th of a penny, it cannot at 
the speed of 6 miles, be taken at less than three times ihat 
amount, or lid. and at 10 miles per hour, at not lesatiiail 
3d. pet' ton per mile. (See Note Z.) 

Horses' power for goods> at high Speeds, is therefere quit^ 
out of the question, while exclusive of the friction of <&e 
rope and drums, the stationary Engine costs the same price 
per ton of goods and wagons per mile, at all jn^aetieable 
speeds, and the locomotive varies from this only S6 far ftS 
its own weight forms a part of the load. If in one day 
the locomotive be so loaded as to have performed a foil 
day's work, and have travelled only sa miles, and if on 
another day it has moved over 66 miles, twice the quanti- 
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tj of power will have been employed to overcome the En- 
gine's own friction on the second day than was on the first 
The power exerted in every instant of time to. overcome 
I3ie friction being proportional to the space passed over, the 
Engine will, at a great speed, have less of her power to ap- 
ply to goods. Thus, if an eight-horse Engine, at d| miles 
per hour, take 411 tons, it will at the rate of 8 mtles take 
only 13 J tonsj but as it will travel a greater distance at the 
rate of 8 miles, the expense per ton per mile is by no means 
proportional to the decrease of load. The expense per ton 
per mile being at 3i miles per hour equal to 3, that at 8 
mil^s is about 4. 

I have thought it proper to say thus much, to give a ge- 
neral idea of the laws of the two ^team systems and of ani- 
mal labour. 

The only remaining question is as respects the Liverpool 
Tunnel, the system for working which will be the same, 
whatever be the plan for the other part of the line, with 
this difference only, that with the stationary principle 
throughout the line, the Engines that work the plane in the 
Tunnel would require an addition of power to draw the 
wagons for Ij mile towards the Tunnel. If the locomo- 
tives be unfit for the Rainhill and Sutton planes, they are 
of course more so for this Tunnel. I apprehend there can 
be no difference of opinion as to the kind of power to be 
employed here. We recommend two sixty-horse Engines, 
the speed 10 miles per hour, and the gravity of the de- 
scending' wagons being used to assist the ascending. (See 
Note A, 2.) 

In conclusion, I beg to add, that when so great a trade 
as 50 tons of goods and wagons, despatched every ten mi^ 
nutes, is contemplated, the Company would do well to em- 
brace any opportunity that may offer for giving them an 
ample space of ground, particularly at the top and bottom 
of the Liverpool Tunnel, where they aj)pear at present 
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much coD&ned. A considerable area will be required for 
the wagons to prevent any delay in starting fronx the two 
extreme points^ and upon this much of the desired punctua- 
lity and despatch must necessarily depend. 

I am, Gentlemen, 

Your most obedient Servant, 

J. WALKER. 
Limehouse, 1th March, 18JS9. 



NOTES OF REFERENCE IN MR. VTALKMSf^ fiEFORT. 



NoTB A. Load of Locomotive Engine* 
Hones' power for calculating of Engines, 33,000 lbs. per mi* 
nute, or 150 lbs. raised 320 feet per minute, or at 2^ miles 
per hour, thereupon i^® -r- 37.5 lbs. =s .horses' power at 10 
miles per hour, or 375 lbs. for 10 horses, equal to fitiction of 
30 tons, taldng friction at .^^ of weight, say then • - 30 fons^ 
Deduct weight of En^e, Tender, and Water - - * lOJ „ 

Leaves for goods and wagons - . * IQ^tons* 

Or 13 tons of goods and 6^ tons of wagons. 

NoTB B. Repairs, &c. of Locomotive Engine. 
A Tube and Chimney-breast every three years, or annually " iStS 10 

Occasional repairs to Boilers 300 

New Chimney each year and deduct old • - - - 7 10 

Set of Chimney-bars every two months - • * • •• 600 
Axles and Brasses, one set annually • -• • *10 00 

Wheels . - *.. - -36 00 

Tender, Carriage, and Tank 2 10 

Small Repairs - • 12 00 

89 10 
Add one-fifUx for spare Engine • - 17 18 

Total . - £107 8 

NoTB C. Coal for each Locomotive En^e, 
A ten-horse Engine will take 13 tons of goods 10 nules per hour, and will 
go between Liverpool and Manchester three times each day,— ^0 x 3 
G9 90 nules per day, and 13 X 90 a: 1170 tons of g^ods 1 mile per day 
by each Engine. 1170 tons of goods at 2i lbs. of coal per ton per mile 
ss 2925 lbs. of coal per day, and 2925 X 912,600 lbs. per year ss 380i 
tons, or say 382 tons of coal for each locomotive Engine per year. 

Note D. Account of Working Expenses. 

Engine-man's Wages at 21s. per week £54 12 

Boy to asdst 26 

Coal (Note C,) 382 tons' at 5s. lOd. Ill 8 4 

Grease, O^ Hemp, &c. 12 

Total - • £204 4 
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NoTX E. Locomotive En^nes for RainhiU and Sutton. 

lO-horse Engine upon these planes = 10^ tons at 10 miles per hour. 

13 tons of goods = 19^ tons of goods and wagons. 

If 10^ tons weight of one Engine and. Tender require - 10 horse power. 

Another Engine without tank or water carriage 8^ tons, 
wUl require --8 horses. 

And on the same proportion, 19^ tons of goods and car- 
riages will require 18^ horses* 

Total power - - 36^ horses. 



Note F. Locomotive Engine at Rainhill at five miles per hour. 
Horse's power at 5 nwles = 150 -t- 2 ,= 75 lbs. or for 10 horses 750 lbs. 
Deduct gravity and friction of carriage ----- 375 „ 

Leaves applicable to load - - - - 375 lbs. 

375 lbs. -4- 35.77 lbs. (reastance of one ton, text) gives gross - 10^ tons* 
On goods only 7 l-9th tons. 



Note G. Locomotive Engine at Rainhill at eight miles per hour. 
Horse power at 8 miles =* 150 x 2^ -i- 8 s= 47 lbs. or for 10 

horses -.- -- - 4 - - - - 470 lbs. 
Then 470 -s- 12 J (resistance of one ton) ^ves - - - 37.6 tons. 
Deduct Engine, &c. 10.5 „ 

Leaves goods and wagons - - - - 27.1 tons. 
Or goods 18 tons, and wagons 9 tons. 

Note H. Fixed Engines for Rainhill. 
52 tonsor 116,480 lbs.-i-96 the rise of the plane ^ves for gravity 1213 lbs. 
Add 116,480 lbs.-i-180 - - - . for friction 647 „ 

Together - - 1860 lbs. 
Friction of rope = ^^ of its weight, or of 10,560 lbs - - 480 „ 
Gravity of rope =^ of its. weight - - - - - 110 „ 

2450 lbs. 

2450 lbs. -i- 31 lbs. (power of horse at 12 miles) s= 80 horses, or allowinjr 
'for surplus power, say 2 En^^nes each 50 horses' power. 
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Note I. Ezpeitfe bf En^es upon Runhill. 

Two 50-horse Engines at £1500 each ... .£3000 
Machinery and drum-baiTels - ... - 300 

En^ne-house and chimney 600 

Engine-man's dwelling - - r - - " - 100 

Reservoir or well for water - lOO 

Pulleys, No. 330 for each line, op 660 for tlie two lines 
at 15s .495 

£459S 

Interest on £4595 at 5 pep cent. .... .£229 tS 6 

General depreciation at 1^ pep cent -69 00 

Boileps, say 3 to last 12 years, difference of value, £24 pep ton 

=s: £480 to be expended at the end of 12 years equal to an 

annual expense of- . - . - > . -13 40 

Hre bars annually -----.- -500 

Repairs to Engine and Machinery - . - - -35 00 

Oil, Tallow, Hemp, &c. - 20 

Wear and tear of Pulleys 25 00 

Coals equal to 80 horses working 12 houps per day, 

allow 15 lbs. of small coal pep. horse per hour, 

which g^es fop 312 days, 1872 tons at 2s. 6d. 

(price given to us) £234 

Add coal fop pausing steam, 377 tons at 2s. 6d. - 47 2 6 

281 2 Q 

Wages as follows:— 

Engine-man £54 12 

Fireman . . 39. 00 

Brakeman 39 

; 132 130 

Men to grease sheaves, one man ^o both planes, say fop each' 
plane 19 10 

Oil, 150 gaUons, at 2s. 6d. 18 15 

848 17 a 
Similar Engine and expense fop the other plane • - - 848 17 

1697 14 Q 
Hopes; 4 popes fop these two inclines, each 2640 

yapds long, 5^ inches circumfepence =b 4 lbs. to 

one yard, each pope thepefope 94 cwt. 1 qp. 4 lbs. 

and the 4 popes 18 tons 17 cwt 16 lbs. which at 

£42 pep ton, (being £51, less £9 fop old popes,) 

gives £792. 
Intepest upon £792 capital, at 5 pep cent - - £39 12 
Annual expense of popes being fop 4000 tons, 

passed 3 miles daily fop 312 days at ."f. of a 

penny pep ton pep mile upon a level, and adding 

fop slope of 1 in 96, bemg nearly three times the 

wear upon a level 3276 

3315 12 



Makmg total - • £5013 6 
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NoTx K. Water Stations. 

A 2-horse power Engine to each station - - -£200 

Pumps, kettle, and machinery . ^ . . . lOO 

Engine-house and cistern 150 

Cottage for man -- - - - - - -60 

Well or pond - - - ^ 50 

£560 

Interest and depreciation on £560 at 6^ per cent. - - - £42 

Wear of boiler and bars, grease, &c 5 

Coal for Eng^e, kettle, &c.— 30 tons at Ss. 6d. - - - 6 5 

Enpne-man 39 

£92 5 



10 Stations «t £92 5s. each, £922 10. 



NoTB L. Power of Stationary Eng^es. 

Friction of 52 tons = 52 -f- 180 - - * - - - - 647 lbs. 
Friction of ropes, sheaves, and drums = * of weight, say of 

3,400 lbs. (being weight of IJ mile of 3| mch rope, equal to 155 „ 

Friction of rope upon barrel - 13 „ 



815 lbs. 



Power of horse at 12 miles = 150 x 2i -a- 12 = 31 lbs. then, 
815 ^31 ss 26 horses, or say, allowing for spare strength, 
30 horses. 



NoTB M. Engines at Manchester end. 

Two 12-horse Engines, each £500 £1000 

Machinery and dnun-barrels «-•--.. 200 

Engine-house and chimney - 400 

DweUing-house --- YS 

Well and pump, or pool for water 50 

£1725 

NoTS N. Engines upon 1} mile stag^. 

Two 30-horse Engines, each £1200 £2400 

Machinery, drums, &c. - 400 

Engine-house and chimney 500 

Dwelling-house 100 

Well or pool for water 100 

£3500 
Fifteen Engines at £3500 s £52,500. 
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NoTB O. Engines for middle of the 2 miles level, and at the foot of each 

plane. 

Two 20-horse Engines, each £900 £1800 

Machinery and dmms - - 300 

Engine-house and chimney 450 

Dwelling-house - 7S 

Well or pond 85 

£2710 



Three En^nes at £2710 := £8130. 

NoTx P. Eng^es to Work Planes. 

Two 60-horse Engines, each £1800 JE3600 

Machinery, drums, &c. --- 500 

Engine-house and Chimney - - - - - - - 700 

Dwelling-house ---- 100 

Well and pond - - - 100 



£5000 



Two Engines at £5000 =i £10,000. 



Note Q. Repairs and Working of Stationaiy Engines. 



Repur to boilers of En^nes for the power of 1354 horses, 
taken in the proportion of £13 4s. to 100 horses - 

Fire bars taken in like proportion at £5 - 

Repairs to Engines and Machinery at 7s. for one horse's 
power 

Oil, Tallow, Hemp, &c. at 4s. for one horse's power 

Coal in proportion to former estimate for 100-horse En- 
gine = 18.72 tons per horse, or 25,346 .^83^. tons per an- 
num exclusive of coal for rsdsing steam (Note S.) at 2s. 6d, 

Men required as follows: — 



£178 14 6 
67 14 

473 18 
270 16 



3168 7 2 



Engine-men.. 2 

Bankmen .2 

Brakemen 1 

Asfflstants 



1 = 43at£5412 = £2347l6 

2 = 44„ 39 0= 1716 



1 = 42, 
1 = 21. 



39 
39 



= 
= 



1638 
819 



-6910 16 



10 men to oil pulleys at £39 .". 390 

Oil, 30 miles at 50 galions per mile = 1500 gallons at 2s. 6d. - i87 10 6 

£11,257 15 8 
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JtoTX B. C9ipitAl ftnd intetest ujMm Boi>e. 

114 miles of 3 J inch rope at 1 « lb. per yard, is 104 tons 12 
cwt 3 qra. 14 lbs. at JB51 per ton for new ... £SSS6 16 8 
Less £9 pep ton for old - • - - 941 16 S 

dE4395 



Interest on £4395 at 5 per cent = £219 15 

Note S. Sundry Expenses and Charges. 

30 crossings by iron pipes, capital £300 at 5 per cent. - £15 

Coal each morning lor raising steam, 28 lbs. per horse per 

day for 1354 horses for 312 days 616 2 6 

Wear of pulleys, in proportion of £25 for 3 miles - - 250 
Interest upon duplicates, say 1354 horses at £1 = £1354 - 
Ropes, capital as above, (Note R.) £5336 16 8 - - 

For pknes per locomotive estimate 961 14 3 .. - 

£6298 10 llat5perct.= 314 18 



Into^est upon sig^nals, £550 at 5 per cent. - - • - 27 10 

£1291 4 6 



KOT^ T. Work of Darlin^on Engines reduced to » level surface, the 
rise of this was/ averaging 1 in 246. 

Hackworth'a Engine. 

This Engine's draught as stated in the text, is equal to the following upon 
a level surface: — 

Summer. Winter. 

Smiles. Smiles, 10 miles. Smiles. B miles. 10 miles. 

Goods 46.75 25.00 17.75 39.90 21.00 14^0 

Wagons 23.10 12.50 8.80 19.80 10.20 7.20 

Engine and Tender. 16.50 16.50 16.50 16.50 16.50 16.50 

86.35 54.00 43.05 76.20 47.70 38.00 

Smaller Engines. 

Summer. Winter. 

Smiles, Smiles. 10 miles. Smiles. Smiles. 10 miles. 

Goods * 34.66 18.66 13.33 28.75 15.00 10.33 

Wagons 17.33 9.33 6.66 14.50 7.50 5.20 

£9^ei^dTeud€r. 12.00 12.00 12.00 12.00 12.00 12.00 

fe4.00 40.00 32.00 55.25 34.50 27.53 
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NoTx U. Espeiimeat npfm Bolton Sfdlwa)F» reported by Mr. Sfaielifap. 

Cwt. Lb9, 
Weight of one wagon- -30 , 
Weight of its load - - - 42 96 



72 96 = 8160 lbs. x 13 wa|^ns as 106,080 Ibp. 

Add Engme s= 10 tons 13 cwt - ^ - . -23,856,, 

Mass moved- - -129,936 lbs. 

129,936 lbs. -4- 180 = 722 lbs. = friction. "~" 

129,936 Jbs, ^ 440 = 295 lbs. r» gravity, 

1017 lbs. 

Friction of 1 Ton. 
1017 Ibf. X 8.8xmles = 894961bs.-i-12.51bs. = 71.6tons 
Deduct Engine - - 10.6 „ 

Gross - - 61.0 tons 
Deduct J for wagons - - 20.3 „ 

Goods * - 40. 6 tons, or say 41 tons. 

Note V. Bolton Engine, with 8 wagons, at 6 nules per hour. 

By note U. above, one load gross a= 8160 lbs. which X 8 wa- 
gons equal 65,280 lbs. 

Add Engine - - - - 23,856 „ 

Mass moved - - - 89,136 lbs. 

89,136 lbs. -4- 180 = 495 lbs. = friction. "' 

89,136 lbs. -f. 440 = 202 lbs. == gravity. 

697 lbs. = peastance. 

Friction of 1 Ton. 
697 Ibm X 6 miles^lO mae83B418 lbs. -4-12.5 lbs. « 33.5 tons 
Deduct Engme r - -10.6 „ 

Gross - -22.9t<m0 
Deduct i for wagons - - - 7.6 „ 

Goods - - 15.3 tons, or 15 J tons. 



NoTs W. Hetton Engines, by Mr. Wood's Report. 

30.00 Qhuns fall 14 ft. in. which x$ equal to 1 in 141 

72.45 „ 9 3i „ 1 in 514 

102.45 23 3J 1 in 287 
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In rammer takes down 16 wagons containing 848 cwt of coal. 
Add wagon - - - - 512 „ 
Engine, &c. - - 210 „ 

Together - - 1570 cwt 

20 journeys = 51 miles per day, say 4i miles per hour for 12 hours, or, 
allowing for stoppages, 5 miles per hour. 
1570 cwt == 175,840 lbs. -i- 180 = 977 lbs. = friction. 
Deduct - - -175,840 „ ^287 = 612 „ ;= gravity. 

— ^ Load. 

Resistance descending 365 lbs.>Hl2^ 29 tons, down. 

512+210= 722 cwt= 80,864 lbs.^l80=449 lbs.= friction. 
Add 80,864 „ -t- 287:= 282 „ = gravity. 

Befflstance ascending 731 lbs.-i-12^=s58^ tons, up. 

87^ tons. 
Divide by 2 for average or on level - 43} tons. 

Bat as the rise on part of the road is not favourable, say the work on a It- 
vel is 50^ tons at 5 miles per hour. 

Upon this bans the work at different speeds is as foUows: — 

5 miles. 8 miks, 10 milea. 
Goods - - - - 23i 14 9^ 

Wagons - - - 16| 7 4 » 

Engine - - - - 10| lOJ 10§ 

50i 31i 25i 

Now, SOi tons ftt 5 miletf s 101 tons at 2^ miles, and 101 ^ 12 s= 8 5-12th 
horses' power. 



Note X. Friction of Rope on the Brunton and Shields Railway. 

By observation, seven empty wagons took down rope in 3^ 45''' 

(ssB 8 4-lOth nules per hour,) which makes friction - - 88J lbs. 

Kr. Thompson says 8 wagons take it down in 3 minutes (=s 10^ 
miles per hour,) which gives friction 82 „ 

Average friction - - - 85ilbs. 

Weight of rope = 1861 lbs. -i- 85 J = 22, or say friction of rope, sheaves, 
barrel, brake, &c. = ,^1^ of weight of rope. 

JKUUngworth. — 16 empty wapons descended Mling^orth plane in 4 mi- 
nutes with 4i inch rope after them, of which the weight was 3096 lbs* 
Inclination of plane 1 in 62 J. Tins leaves for friction of rope, &c. 1431 
U>8. or say ^ of weight nearly. 
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NoTS Y. Rope on Brusselton Plane. 

1851 yards— inclination 1 in 33^ — ascended with load- 
825 yards — „ 1 in 30^ — descended with load. 

Average taken at 1 in 33, which gives 69 lbs. = gravity of 1 ton* 

1851 X (69 + 124) X 1.5 = 226.284 ? ^^^^^^ 

825 X (69 — 124) X 1-5 = 69.919 5 

825 X (69 + 124) X .5 = 33.618 ^ 
1851 X (69 — 124) X .5 = 52.292 5 ^^' 



382.113 -i. 124 = 



: 30.569 



30.569 -1- 1760 = 17.37 
Deduct - - 4 5.79 



11.58 say II4 
114 miles : 1 mile : : .25, : .0243 of a penny. 



Note Z. Horse's Power. 

At 24 miles per hour, a good horse will, upon a 

good road, go 20 miles per day with 32 cwt. 

mcluding the carriage. The effect per day is 

therefore 32 cwt X 20 miles - - - 640 cwt. moved one mile. 
At 6 miles per hour in the short stages round 

London, a lighter horse of nearly the same va- 
lue will go 16 miles with 174 c^** (.^7 coach 

20 cwt., passengers 134 cwt., and packages 

14 cwt.) equal to 174 cwt. x 16 miles - - 280 cwt moved one mile. 
At 10 miles a still lighter horse ynU not do more 

than 10 miles per day in a mail coach with 10 

cwt. (say coacli 20 cwt, passengers 12 cwt., 

bags and parcels 8 cwt. =s 40 cwt.,) say 40 

cwt. -I- 4 = 10 cwt. X by 10 miles. - - 100 cwt. moved one mile. 
Therefore, at 24 miles per hour the horse does the work of 24 horses at.6 

miles, and of 64 horses at 10 miles per hour; besides at the high speedy 

the horse will not last half the time he will at the low speed. 

L 

Note A, 2, Engines for Liverpool Tunnel. 

1970 yards long-rise lin48 lbs. 

Gravity =s 2240 ^ 48 =s - 46.66 
Friction=2240-i-180 = - 12.44 



Together 



- - 59.10 



Goods and wagons 

Rope 7 inches = 6|. lbs. per yard * 

Together - 
Peduct - 



52 tons 

54 » 

574 descending empty wagom 
174 

40 tons preponderance 
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40 tons X 46.66 enivitf — IQGSA 

40 toni +17,5 + 17.5 — 75 ascending 
and descending wagons 75 X ^2*44 - 933.0 

2799.40 
Gravity of rope = 3.5 tons X ^-^ =« 256.66 
Friction of rope — J^ of 5 J tons =b • 597.00 

3653.00 



3653 -^. 37i (horses* powet at 10 mileO -• 97^ horses » power 
of Engine, say 100 horses, or two of - 50 horses. 

Add for stage 1^ mile goods drawn towards Liverpool, say two 
of , . . . 10 „ 

Two of • - • 60horseft, 



OBSERVATIONS 



COMPARATIVE MERITS 

0» 

LOCOMOTIYE AND FIXED ENGINES, 

AS APPLIED TO RAILWAYS. 



The increasing importance of Railway communications 
renders it very desirable that the principle of applying 
steam power should, in all cases, be well understood^ and 
from the interest which has been excited by the late discus- 
sions on the best method of conveying goodis on the Liver- 
pool and Manchester Railway, it is evident that the public, 
as well as the Proprietors of that great work, are not insen- 
sible of the advantages to be derived from its application., 

It was in the latter part of 1828 that the Directors q{ the 
Liverpool and Manchester Railway turned their attention 
to this subject The great expense which has been incurred 
in forming the works rendered this an investigation of 
much importance. 

A deputation frpm that body made a tour through the 
northern part of the country for the purppse of collecting 
information from the experience of others.: their opinion 
was decidedly adverse to Horse Power^ and rather in fa- 
vour of fixed Engines. 

Mr. Stephenson, the Company^s Engineer, next visited 
Darlington and Newcastle, and inspected those Railways 
where both kinds of power were employed. In this inves- 
tigation we accompanied him, wherein we had every op- 
portunity of ascertaining the actual cost of conveyance and 
the liabilities of derangement to which each mode was sub- 
ject Mr. Stephenson, in his Report to the Directors, ex- 
pressed himself decidedly in favour of Locomotive Engines. 

This Heport differing in some degree from that of the 
Deputation, it was deemed necessary, in order to come to 
a satisfactory conclusion, to employ two Engineers, who 
might be able to give the subject their full consideration. 
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Mr. James Walker^ of London, and Mr. Rastrick, of 
Stourbridge were named and appointed to inspect the Rail- 
ways in the North: they devoted a considerable portion 
of time to the examination, and embraced a very compre- 
hensive view of the subject 

These gentlemen, however, did not seem to be very fa- 
vourable to one system more tiiaa another, although they 
considered Fixed Engines to be the most economical; and 
they differed essentially in several very important items of 
expenditure with which Mr. Stephenson had previously 
made himself acquainted. 

Notwithstanding the conclusions to which Messrs. Walk- 
er and Rastrick had arrived, the majority of the Directors 
still believed that Locomotive Engines, from the simplid** 
ty of their application to any quantity of trade, would best 
answer the purposes of their Railway. Under this impres- 
sion they offered a premium of dS500 for the best Locomotive 
Engine, which, being constructed on the principle of burn- 
ing its own smoke, should take a certain weight at a given 
speed. This offer induced the competition which took 
place at Rainhill in October last, an account of which will 
be found in the following pages. 

The Reports of Messrs. Walker and Rastrick were 
printed by the Directors and circulated amongst the Pro- 
prietors, since which Mr. Walker has revised and repub- 
lished that part which was written by himself, and caused 
it to be generally circulated. It is our object to examine 
how far the statements it contains are consistent with the 
experience before us. 

We indulge not in speculative theories, and we shall of- 
fer no opinion that has not been substantiated, either by 
daily practice or more recent experiments. 

Liverpool^ Februaryy 1830. 



OBSERVATIONS, &c. 



The advantages which Railways possess over every otihier 
modte of conveyance at present known, are not only attri- 
butable to the smooth and hard surface which the iron rails 
present to the wheels of carriages rolling upon them, but 
also in a great degree to the facility of applying Steam 
power as a Locomotive Agent. 

It is considered by some that horses, in point of econo^ 
my, are preferable to Locomotive* Engines; while others 
have advocated that mode called ^' the reciprocating plaft 
of conveyance by Fixed Engines.'^ Each system has its 
peculiar advantages, depending chiefly on the nature of the 
surface of the country, and on the extent and character of 
the trade. 

The horse may be said to be preferable when the quan- 
tity of goods to be conveyed is small, the distance short, 
and when coals are so scarce as to render the use of steam 
power less economical. 

Locomotive Engines are best adapted for Railways that 
are continuous and horizontal, where the desideratum is 
despatch, and paiticularly when the conveyance of passen- 
gers becomes an important part of the trade. 

Fixed Engines with ropes are most suitable for hilly 
, countries, where the gravity of the horsd, as well as of the 
Locomotive Engine, becomes a material part of their whole 
power. 

It may easily be imagined that a difference of opinion . 
may exist, as regards the economy of these different modes, 
in their application to particular localities. Our object is to 
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compare the merits of Locomotive and Fixed Engines on a 
horizontal Railway, or nearly so. 

Previous, however, to entering into the question of the 
general conclusions to which Mr. Walker has arrived, we 
shall examine the correctness of the data employed by him 
in the following order: — ' 

IsL Friction of Railway Carriages. 

2d, Estimate of the mechanical effect of a Locomotive 
Engine moving at the rate of 10 miles per hour, and its 
requisite weight. 

Sd. The mode adopted for ascertaining the average per- 
formance of Locomotive Engines at present in use on the 
Darlington and other Railways. 

4th. The consumption of fuel. 

dtfa. Annual repairs. 

The friction of carriages moving on Railways is certain- 
ly not ** well agreed^V as Mr. Walker has supposed, to be 
l-180th of the weight moved, or 12} lbs. per ton. The 
most popular work on this subject^ and where the most care 
seems to have been taken to procure accurate results, is that 
of Mr. Wood, who instituted a set of experiments for the 
purpose: he has invariably represented friction at 1 -200th, 
or Hi lbs. per ton; and, considering the imperfect state of 
the road where these experiments were made, we should 
not think that it would be increased on a ^^ well-construct- 
ed Railway." Indeed, from some experiments recently 
made on the Liverpool and Manchester Railway, with a 
carriage having the bearings on the outside of the wheels, 
the friction was found to be only l-280th of the weight, or 
8 lbs. per ton; but, since these experiments were made un- 
der the most favourable circumstances, (the rails being pre- 
viously swept,) with a new carriage fitted up for the pur- 
pose, whilst those of Mr. Wood were made under all states 
of the road, and with wagons that had been for some time 
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in use, we have tbought it better to adopt his formula: and 
we know of no experiments that could warrant friction to 
be represented at I2i lbs. per ton, except tbope which Mr. 
Walker himself made on a stone pavement road which is 
now constructing in the neighbourhood of London, and 
which, we believe, was exactly 12) lbs. per ton; but no 
one for a moment can suppose, that the resistance on a 
smooth iron Railway can be as much as on a stone road. 
Smoothness, and hardnesis are necessary qualities in a good 
read, and so long as iron possjssses them in a greater degree 
than stone, it follows that the amount of friction will ever 
be less. 

In estimating, the effect of a Locomotive Engine, moving 
at the rate of 10 miles per hour, Mr. Walker commences 
by assuming the power of an Engine weighing 8 tons to 
be uniformly equal to 10 horses, and a horse equal to 33,000 
lbs. raised 1 foot per minute. 

Much has been said by various writers on mechanics re- 
acting the uncertainty attending the practice of design 
nating ,the power of machines in terms of horses, since 
eminent Engineers differ widely in their estimate of the 
latter power. This difference of opinion, however, is of 
little importance, so long as it is understood upon which 
formula we found our calculations. We shall, therefore, 
for the sake of clearness, adopt the same estimate of a horse^s 
power afi Mr. Walker has done, viz. l^lb& moving at the 
ratq of 2i, mUi^s per hour. 

The effect pf high-pressure Engines is now almost uni- 
versally admitted to depend^ not so much on the size of the * # 
cylinder, as upon the quantity of steam which t)ie boiler 
CAU generates and upon its degree of elasticity. The capa- 
bility, therefore, of a high-pr^ssore Engine is most accu- 
rately aseertaAQed by the size aad construction of the bmler, 
eod more especially by the latter, since the quantity of 
steam supplied by boilers of the same dimensions is mate- 
rially influenced by tiie manner in which the &re is applied. 
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To explain this by an example, let us suppo9e two high^ 
pressure Engines eonstrucled precisely alike in every par- 
ticular, except in the height of the chimney: in this re- 
spect let one have a chimney 20 feet high, and the other 
one of 40 feet high; it is clear that the draft created, and 
consequently the temperature of the fire connected with the 
latter, will be much greater than that connected with the 
former. 

Supposing, under these circumstances, that the quantity 
of steam generated, and the consumption of fuel, be in di- 
rect proportion to the temperature, it is obvious that the 
power of the two Engines will be proportionate to the 
quantity of fuel consumed. 

Hence, we perceive that the power of high-pressure En- 
gines is more directly connected with the quantity of fuel 
consumed in a given time than with the size of the cylin- 
der, or even the capacity of the boiler itself. We are 
aware that the above assumption relative to the quantity of 
steam and consumption of fuel being in the direct ratio to 
the temperature of the furnace, may be deemed gratuitous. 
This does not, however, affect the result, for it is clear that 
the quantity of steam generated in a given time, and also 
the quantity of fuel consumed, will bear some proportion 
to the temperature. Whatever this proportion may be, the 
req>ective powers of the Engine will still be governed by 
the quantities of fuel more than by the size of the boiler,: 
or any other part of the Engine. It will, therefore, be 
readily inferred that as much steam may be generated in a 
# * small boiler as in a large one, if the temperature of each 
be duly proportioned; or, in other words, the same Engine 
may be greatly increased in power by applying means to 
increase the temperature of the fuel. 

In taking this view of the subject of Steam Boilers, no 
regard is paid to the comparative economy. of fuel, it not 
being our object in this place to enter upon a subject on 
which there are two opinions so widely different Some 
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Engineers maintain that economy in the consumptioir of 
fuel applied to Steam Engines is most efficiently accom- 
plished by allowing combustion to procee^d at as low. a tem- 
perattrre as is consistent with circumstances, and make up 
for a deficiency in this respect by increasing the quantity 
of fuel in combustion, and also the surface by which the ca- 
loric is transmitted to the water in the boiler. The truth 
of this view of the isubject is not unfrequently very striking- 
ly exemplified in practice. The other opinion, ^which is 
advocated by several scientific gentlemen, is diametrically 
opposite to that already mentioned. It is maintained that 
the more elevated the temperature the greater is the eco- 
nomy of fuel. This opinion, hence, differs from the for- 
mer by substituting intensity of temperature for the area of 
heating aurfaee. 

In Locomotiv.e Engines hitherto constructed, the area of 
the surface in the boiler acted upon by the fire is much less 
than that generally employed in Stationary Engines, and 
hence it is that the consumption has been much greater tp 
produce equal effects. This inconvenience has been sub- 
mitted to, in order, that simplicity and compactness might 
be achieved. 

To compensate for the loss of heating surface. it was ne- 
cessary to augment the temperature of the fire. This was 
effected, shortly after the first Locomotive Engine was tried 
on the Killingworth Colliery Railway, by conveying the 
steam into the chimney, where it escaped in a perpendicu- 
lar direction up the centre, after it had performed its office 
in the cylinders. The velocity of .the steam oh entering 
the chimney being much greater than that due to th^ as- 
cending current of air from the natural- draft g{ the furnaee« 
the effect was to increase the draft, and consequently the 
temperature of the fire. 

From what has already been said respecting the connex- 
ion existing between the power of high«-pressure Engines, 
the temperature of the furnace, and consumption of fuel, it is 

8 
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obTiouir by this contriTance for augmenting the draft, that 
a corresponding increase takes place in the power of the 
Engine. This being admitted, to which there is no reason- 
able objection, let us suppose that a Locomotive Engine, 
moving at the rate of four miles an hour, has its velocity in- 
ereased (by reducing the load one-half) to eight miles per 
hour — it is evident the steam from the cylinders will es- 
cape into the chimaey at twice the velocity; an increase of 
draft is tl)e result, accompanied with a more rapid consump- 
tion of fuel, and consequently a more profuse generation 
of steam. Since it has been shown that the power of these 
Engines, under similar circumstances, is chiefly dependent 
on the quantity of fuel consumed, it is evident that by this 
application of the waste steam to accelerate combustion, the 
power of |Jie Elngine actually varies under different veloci- 
ties. The precise law by which this augm^tjtation of power 
is governed remains yet to be determined, and must depend 
on future experiments. The detail of experiments made 
with the ** Rocket,'' at Raiijhill, subsequent to the com- 
petition, will suffice to prove, without doubt, that such an 
increase of power does really take place as the velobity of 
the Engine is multiplied. This curious fact, connected 
with the construction of Locomotive Engines on the princi- 
ple of the **» Rocket,'' has not hitherto, we believe, been 
represented in this manner; and it is so important, that any 
calculation neglecting its consideration at high velocities 
must be regarded as fi;»tile and absolutely false. 

Mr. Walker takes the power of a Lopomotive Engine, 
of the size and construction of those qsed upon the Darling- 
ton Railway equal to ten horses, at 2i miles per hour. 
Presuming that the effect is inversely as the velocities, he 
reduces the power of the Engine at ten miles per hour to 
2i horses' power, or = 375 lbs. This conclusion wouH 
have been perfectly correct if the quantity of isteam gene- 
rated in the boileir in equal times Were the same at all ve- 
locities; but the fallacy of this assumption, In reference to 
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Locomotive Engines^ has been sufficiently explained in tHe 
foregoing remarks. 

From the method adopted by Mr. Walker to ascerUin 
the effect of Locomotive Engines at different velocities, he 
deduces a gross weight of 19i tons at ten miles per hour, as 
a proper load for an Engine weighing 8 tons. The weight 
of a Locomotive Engine is so very important in the inquiry, 
that we are surprised that no reason has been assigned for 
stating it at 8 tons. It ought not to be inferred, that be- 
cause the Engines on the Darlington Railway are of this 
weight, that similar ones would be required on the Liver- 
pool and Manchester Railway, where the occasional ascents 
to be overcome are trifling, when compared with those oit 
the former. 

To explain this more clearly: on the Darlington Railway, 
although its average fall be 1 in 246, there are several 
|)lanes which are level, or nearly so, and others that ascend 
1 in 100. The Engines have to overcome in their regular 
work the resistance of 20 loaded wagons on a level, and of 
20 empty ones on an ascent of 1 in 100, at the rate of four 
miles per hour. 

Weight of 20 loaded wagons = 80 tons. 
Engine and Tender , . . =. 12 „ 

. 92 tons, 

or 206,080 lbs. -=-200= 1030 lbs. the maximum resistance 

witb a^ load at foi^ miles- per hour, \f^ =412 lbs. at ten 
miles per hour:-— 

In returning, weight of Carriages 25 tons 
Engine and Tender 12 „ 

37 = 82,880 lbs. 
82,880,-4-200 = 414 lbs. friction. 
82,880,-f.lOO = 828 „ gravity. 

1242 „ the* maximum resistance with the 
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empty wagons, at four miles per hour, or *|4* ^ ^^^ 497 lbs- 
at 10 miles per hour. 

But since Mr. Walker takes 375 lbs. as the effect of a 
10-horse Engine, it follo\YS, that the Darlington Engines 
are daily working to upwards of 13 horses' power, yet 
they do not exceed 8J tons, exclusive of tender. If 
we examine the statement sent by Mr. Sinclair to Mr. 
Walker, respecting the performance of the *^ Lancashire 
Witch," on the Bolton and Leigh Railway, where 8 wa- 
gons, each,weighing8160 lbs., form the fair every-day load, 
and are propelled up an ascent of 1 in 432 at the rate of 6 
miles per hour, then — 

8160 lbs.x84-23,856 lbs. (weight of Engine & Tender) 
= 89,136 lbs. total weight moved. 

8^ = 206 gravity. 

5^ = 445 friction. 

651 lbs, total resistance. 



And • 10 "'^ 390.6 lbs., which, at 11^ lbs. for friction, 
leaves, after deducting weight of Engine and wagons, 16 
tons of goods at 10 miles per hour; but allowing it to be only 
15 J tons, which Mr. Walker admits to be the "practical, 
fair, every day's work" of this Engine, jt is easily shown, 
that the difference between I5i tons an^ 13 tonsfor^n En- 
gine's load affects very materially the ultimate results. It is 
calculated that 2,000 tons will pass each way between Liver* 
pool and Manchester daily, which is equal to 4000 tons over 
30 miles, or 1^,000 over one mile. One Engine is pro- 
posed to^ travel 90 miles per day with 13 tons of goods, 
equal to 1170 tons over one mile; consequently, 102 En- 
gines would be required to perform the work: but if each 
Engine took 15i tons, only 97 Engines would be required. 
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Therefore 15 working and three spare Engines would he . 
saved, which would produce a reduction in the first cost 
amounting to near Jl 1,000, and a saving in annual cost of 
nearly ^65,000. 

This calculation is brought forward to show how impor- 
tant it is to take into account the most recent improvements 
in this class of Engines. The ^^ Lancashire Witch^^ was the 
most efficient Mn Walker had examined, and the deductions 
from its performance would have approximated nearer the . 
truth, than data drawn from the Darlington Engines that 
have been several years in use, and working under very 
great disadvantages. 

Scarcely a single journey is performed by these Engines 
without being interrupted by the horses or other trains of 
carriages passing in a contrary direction, there being only a 
single line of road, with passing places. At each end of 
the distance traversed by the Engines great delay is occa- 
sioned from the irregular supply of carriages, which, from 
the nature of the trade, and other local circumstances, it is 
impossible to avoid. 

None of these disadvantages are taken into consideration 
by Mr. Walker; he even neglects the consideration that all 
the Engines he examined were constructed to move at mo- 
derate velocities; and in determining the effect produced by 
those used at Darlington, a most unaccountable oversight is 
committed. In this distance several different rates of ascent 
occur where the Engine is required to exert a power much be- 
yond the average performance. In the adaptation of Engines 
to this line, it was requisite to construct them in such a man- 
ner that these ascents might be surmounted without difficul- 
ty, though such a construction would render themless suita- 
ble to the more favourable parts of the line of road. This is 
evidently a great drawback, for which, instead of making a 
due allowance, the line is assumed by Mr. Walker to, as- 
cend uniformly at the rate of 1 in 246, being the average 
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of a series of planes, varying from a level to an ascent of 
1 in. 100. Several miles of the distance ascends from i to 
nearly i of an inch per yard, where the Engines are daily 
exerting a much greater force than Mr. Walker affixes to 
them; and it ought to be observed that this increase of 
power is not called into action by any improper means, 
such as he supposes to take place when experiments are 
made merely to show what the Engine will do. It is re- 
markable that this method should have been adopted in cal- 
culating the actual performance of the Engines, when in 
another part of his Report Mr. Walker says — 

"From the account of work of the Hetton* Engines, we 
find they are doing less than the others, owing, as we have 
calculated, to the rise in one part' of their journey being 
too great for their application.'' 

Now, if the rise in one part of the line of road in this 
instance reduces the effect of the Engines, is it not evident 
that the ascents in the Darlington Railway should operate 
in the same manner, and in a proportionate degree? Though 
this is, from the above extract, Mr. Walker's opinion, he 
has deserted it entirely in making his calculations respect- 
ing the performance of the Darlington Engines. In order 
to show, in as clear a manner as possible, the inconsistency 
of estimating the effect of a Locomotive Engine on a level, 
from that produced on a road consisting of a series of in- 
clined planes, some of which nearly approach the utmost 
limits of ascent where Locomotive Engines can be pro- 
fitably employed, we will take an imaginary case, where 
animal power is used. Let us suppose that a Railway, 20 
miles long, ascends on an average ten feet per mile, making 
Ihetotal ascent 200 feet. If the ascent in the first instance be 
taken uniformly, a horse will pass over 20 miles with a load 
of 7 tons, which may be considered a fair average day's 
work. Instead of the ascent being uniform, let it be irre- 
gular, and in some places to ascend so rapidly as to require 
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m assistant horse, to enable the load to pass uninterrupted^ 
ly. Here, therefore, we are compelled to have two horses 
to accomplish the same work that one would do if the as- 
cent were uniform. It must be granted that the assistant 
horse would not in this case be fully employed ; but although 
the additional power may not be fully employed, it is 
still necessary to overpome the increased resistance. 

This case is a precise parallel to the Locomotive Engines 
on the Darlington Railway. 

In quick ascents they exert occasionally, in ascending with 
the empty wagons, a force equal to 1242 lbs., whereas if the 
road be assumed to ascend uniformly 1 in 246, the greatest 
resistance would only be 751 lbs. We may take an extreme 
case, by conceiving a Railway to consist of a number of le- 
vel planes, with intermediate ascents so great as to require 
the whole power of the Engine to propel itself. Here Lo- 
comotive Engines would be entirely useless; whereas if the 
ascent were made uniform, they might be the best possible 
kind of motive power that could be employed. 

The consumption of fuel being much greater in Locomo- 
tive than Fixed Engines, it becomes a highly interesting, and 
indeed an essential point to determine the proportion with 
precision, before a correct comparison can be instituted be-v 
tween the merits of the two systems of conveyance. 

It is probable that the consumption of fuel by Locomo-^' 
tive Engines will always be greater than by Fixed En- 
gines. 

In the latter the heat may, without inconvenience, be 
applied in the best possible manner, and care taken to pre-^ 
vent loss of heat by radiation; but lightness, compactness^ 
and simplicity being absolutely necessary in Locomotives^ 
we are compelled to adopt less econon^ical' methods of ap- 
plying the fuel. ♦ 

The great disparity which exists in this respect betweea 
these two kinds of Engines is a sufficient reasoa for making, 
diligent inquiry on the subject. 
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In his estimate for coals for- the Stationary Engines, Mf* 
Walker takes 15 lbs. per hour per horse, Which is con- 
siderably below the average consumption of these Engines, 
except kept in the most complete order; and even with this 
rare condition, and great uniformity of the work to be 
performed, few Engines are brought so low as 17 lbs.: 
more generally the consumption is. 20 lbs. per hour per 
horse power. The fuel consumed by the Darlington Lor 
comotive Engines appears to have guided Mr. Walker in 
fixing 2i lbs. per ton per mile as the probable average 
. consumption on the Liverpool and Manchester Railway^ 
The information he received from Mr. Storey, the resident 
Engineer on the Darlington line, respecting the quantity 
of coals consumed in two months by 4 Engines, and of the 
work done in that time, is unquestionably correct; and if the 
Engines had heen as adequately employed during this pe- 
riod as Stationary Engines are, when the quantity of fuel 
is estimated, no objection whatever could have been urged 
against the conclusion to which Mr. Walker had arrived; 
but these Engines are seldom or never kept in regular work, 
on account of the irregularity in the supply of wagons at 
each end of the journey, which has been already alluded to. 

In considering the subject of fuel in reference to these 
Engines, it is very material to take into account the stop- 
pages to which they are subjected, not from any inherent de- 
fect in the system or construction, but from casualties con- 
nected solely with the character of the trade. 

If, therefore, certain contingencies (in those instances 
where Locomotive Engines are employed) occasion a waste- 
ful expenditure of fuel, the same influence ought certainly 
to be calculated upon if any other species of power be ap- 
plied. Mr. Walker does not, however, appear to have 
made any inquiry as to the consumption of fuel by Station- 
ary Engines, whiere they are employed on Railways and 
subjected to delays similar to those we speak of on the Dar- 
lington line; and instead of drawing a jiist parallel on thi$ 
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point between the two systems^ he takes the fuel consumed 
by fixed Engines at a minimum, even under favourable cir- 
cumstances, and employs in his estimate the maximum, or 
nearly so, of coals consumed by Locomotives under very 
unfavourable circumstances. 

It is extremely difficult, if not altogether impracticable, 
to determine accurately the quantity of fuel consumed by 
Locomotive Engines during the time they are actually in 
operation on any of the Railways where they are adopted. 
To arrive therefore at data to enable us to compare them 
with Stationary Engines, we are compelled to rely upon 
experiments made expressly for the purpose, which, if made 
carefully.and impartially, are certainly more valuable than 
information derived from, and applicable only to, particular 
localities. When it is stated that experiment is most valu- 
able, it must be understood that we refer to the comparison 
between the two classes of Engines similarly situated. Se- 
veral experiments with different Locomotive Engines are 
detailed by Mr. Wood, in his treatise on Railways, which 
give the consumption of fuel as follows: — 

No. I Experiment . .2.9 lbs. of Coal per ton per mile. 

„ 2 Ditto . . • .2.13 ditto ditto. 

„ 3 Ditto .... 2.05 ditto ditto. 

,, 4 Ditto . . . .2.34 ditto ditto. 

,y 5 Ditto . . . .1.60 ditto ditto. 

Nos. 1 and 4 are the only experiments which could war* 
rant the cons,umption taken by Mr. Walker; and when the 
construction of the Engine is taken into account, this large 
quantity of fuel required is satisfactorily explained. The 
experiments 2, 3, and 5, were made with wheels of 4 feet 
diameter, to ahow the economy arising from large wheels, 
and the result approximates much nearer a true average, as 
compared with Fixed Engines, than that taken from the ac« 
eouDtfl furnished from Darlington. 

9 
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The above experiments were made with Engines having 
a single fire tube through the boiler, similar to the whole 
of those on the other Railways visited by Mr. W^tlker, ex- 
cepting one at Darlington, which has a double tube, and 
presents a greater surface to the fire. 

Mr. Walker speaks of this construction as a great im- 
provement, yet he rejects the experiments made with this 
Engine (for the express purpose of ascertaining the con- 
sumption of fuel,) and calculates upon the data he received 
from Mr. Storey, relative to the fuel required during two 
months by Engines which he acknowledges to be construct- 
ed upon less economical principles. That the experiment 
just alluded to is good data upon which to forn> a judg- 
ment, the following by Mr. Wood will show in a very sa- 
tisfactory manner: — 

The Darlington Engine with a double tube, gave the con- 
sumption 1.60 per ton per mile. 

Mr. Wood's experiment, No. 2, gave 2.1 3 ditto. 

Ditto, , 3, „ 2.05 ditto. 

Ditto, * 5, „ 1.60 ditto. 

Taking into consideration the smaller quantity of surface 
exposed to the fire in the Eillingworth Engines, the accord- 
ance is as near as could be expected, since difference in the 
condition of the Railway, as well as in the state of the wea- 
ther, would occasion some discrepancy. 

The " Lancashire Witch,'' from the Bolton and Leigh 
Railway, has recently been employed on the Liverpool and 
Manchester line, to draw marie, &c., from an excavation on 
a part of the road exactly level. The construction of 
this Engine is different from any at that time in use, and 
it was interesting to know whether any economy in the 
consumption of fuel was produced. Two distinct tubes 
. pass longitudinally through the boiler, each of which con- 
tains a fire. The object of this arrangement was to apply 
a larger quantity of fire, as well as to obtain a greater ex- 
tent of surface. The following experiment was made with 
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this Engine, and the greatest attention was paid to obtain 
accurate results. 

In 12 hours 158 wagons of marie and sand, each weigh- 
ing 4 tons, exclusive of carriage, were conveyed over a dis- 
tance of 1 4-lOth miles, or 884 tons over one mile, without 
any allowance for back carriage, which was 158 wagons, 
each weighing 20 cwt, over 1 4-lOth miles, or 221 tons 
over i)ne mile. Two-thirdsof the weight of the empty car- 
riages may be supposed goods: the performance will there- 
fore stand thus: — 

884 tons of goods over one mile in one direction. 

147 „ of ditto over one mile in the other direction. 

1031 „ total conveyed by the Engine over one mile. 
Coals. — 15 cwt. consumed by the Engine. 
1 „ In heating water. 

16 „ total weight consumed. 
This, divided by 1031 tons, gives 1.73. lbs. per ton of goods 
per mile. 

From the duration of this trial it almost loses the cha- 
racter of an experiment, and may be regarded as the near- 
est approximation to a fair average consumption. This is 
on the supposition that the Engines are fully employed, 
which becomes a vital condition when Locomotives are to 
be compared with Stationary Engines. 

On the annual repairs of Locomotive Engines we agree 
with Mr. Walker^ that there is little ground for speculation 
respecting the original cost of these Engines, and the men's 
wages in working them. So far, therefore, in our calcula- 
tion, we adopt the same amounts; but we think his estimate 
of annual repairs is considerably overrated, and, we believe, 
not borne out in any single instance by experience. It would 
have been more satisfaqtory if Mr. Walker had given his 
reasons for estimating the annual repairs so high as to make 
the yearly cost of keeping, in complete ordefr, one Locomo- 
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tiye amount; to d8107. 88* With the exception of one item 

in this estimate, viz., " fire-bars," they are all at variance 
with our experience for upwards of 14 years; but as no ex* 
planation of the individual items is given, we refrain from 
entering into an investigation of each separately. 

We have been favoured with an account of the actual an- 
nual cost incurred in keeping in repair the Locomotive En- 
gines on the Springwell and Darlington Railways. On the 
former, two Engines have been employed about 4i years, 
and, according to the account furnished by Mr. John Wood, 
the colliery viewer, these Engines cost, during the year 
1837, as follows: — 

Wright work dSlO 15 5 

Smith work 40 17 3 

Sundry tradesmen's accounts 50 20 

£101 14 8 
Deduct old materials ...-•*-- 9 19 3J 

Total cost of repairs for two Engines £91 15 4} 

Or, for one Engine £45 17 8i 

The same Engines cost during the year 1828: — 

Smith work £22 15 

Malleable Iron Bars • -27 83 

Wright work 432 

Sundry tradesmen's accounts, including Carting, Stop Cocks, 
Pumps, Clacks, &c. 31 17 6} 

Total cost of repairs for two Engines • - ' • - • £86 3 11^ 

Or, for one Engine •••..>••. £43 1 11} 

In 1829 the annual repairs of four of the Darlington En- 
gines, as per account, carefully taken by liir. Hackworth, 
exclusive of Fire Bars, are, £154 8 

Add fcr Fire Bars 24 

■ £178 8 
Or, for one Engine «:.-.»-. £44 12 



69 

The near coincidence existing between these two esti* 
mates, made by different individuals, is a strong proof of 
their accuracy; and when we consider that they refer to 
Engines without springs, and some other recent improve- 
ments, we are satisfied that ^850 is an ample allowance for 
the annual repairs of Locomotive Engines more recently 
made. 

The necessity of employing Fixed Engines for the pur- 
pose of assisting the Locomotives to ascend the Rainhill 
and Sutton inclined planes, comes next to be considered. 

These planes have a rise of 1 in ^6^ and were originally 
laid out for Fixed Engines; but, since that time, Mr. Ste- 
phenson has recommended the use of Locomotives entire- 
ly, and in his Report to the Directors on that subject says*~> 

^^ I propose each Locomotive to take 30 tons of goods, 
and to keep an assistant Engine at the bottom of each 
plane, which will make the load of each 15 tons, or, with 
the wagons, 22 tons, and they will be enabled to ascend at 
the rate of 6 miles per hour.^^ 

Mr. Walker has taken great pains to investigate this sub- 
ject, and has made several calculations to show how hope- 
less it is to expect Locomotives to work on these planes. 
He states that the effect which an Engine weighing, with 
its tender, 10 J tons is capable of exerting, is only 375 lbs.j 
and that it will only "just move its own weight up the hill 
at 10 miles per hour, and, consequently, an additional num- 
ber of Engines could do no good, as the weight of each 
would be its load." Adding — " It would consequently be 
doing an injury to the Locomotive system to apply it to 
this work, for which it is evidently unfit However good 
it may be in itself, it has its limits, and an ascent, of 1 in 
96 is palpably beyond them, where the length and requi- 
site speed are so great. ^^ 

It very fortunately happens that there is already experi- 
ence enough to decide which of these two opinions approx- 
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imates nearer the truth, and we are surprised that Mr. Wal- 
ker should have entered into a lengthened calculation to 
prove what every day's experience demonstrates to the 
contrary; for there is no doubt but that three-fourths of the 
Locomotive Engines, now in use, are daily exerting a force 
greater than would be required to ascend the Rainhill planes 
at 10 miles per hour. 

We have before had occasion to observe, that the Dar- 
lington Engines have frequently to exert a force equal to 
1242 lbs. at 4 miles an hour, or 1242 X 4 -MO « 497 lbs. 
at 10 miles an hour. 

On the Springwell Railway, where two Locomotives are 
used, and where the angle of inclination varies from l-280th 
to l-80th, .the average being 1 in 122, one Engine travels 
with 18 wagons weighing 22i tons, or with Engine, &c. 
S3 tons, at an average speed of 6 miles per hour. 

In the first place, the average resistance for the whole 
length of the line will be — 

Gravity 606 lbs. 
Friction 370 „ 

976 X 6 -MO = 585} lbs. the effect at 10 miles 
an hour. 

In the second place, the occasional resistance on a rise 
of 1 in 80 will be — 

Gravity 924 lbs. 
Friction 370 „ 

1294 X 6 -J- 10 =776 lbs. 

But as this part of the road is not very long, we have 
thought proper to take the average of the whole line. 

From an experiment made on the Bolton and Leigh Rail- 
way with the " Lancashire Witch," it appears that 58 tons 
were moved up an inclination of 1 in 432 at the rate of 
8 8-1 0th miles per hour, which gives the effect at 10 miles 
per hour equxil to 836 lbs. 
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Mr. Walker rejects this experiment, because he supposes 
the safety-valve was tied down, and because the distance 
run was not sufficiently continuous; yet we should think, 
that with such a load, and at a speed of near 9 miles an 
hour, the rapid abstraction of steam from the boiler would 
prevent all necessity of fastening down the valve; and the 
distance was very little short of the length of the Rainhill 
inclined plane, and therefore bears some resemblance to the 
point in question. 

On the Hetton Railway the rise in one part is consider- 
ably more than the average of the whole length, the former 
requiring the Engine to exert a force equal to 488 lbs. at 
10 miles an hour, while the latter, which is stated to be 
the Engine's real performance, is only 843 lbs. 

If we recapitulate the foregoing, we shall have for the 
effect produced on the 

Darlington Railway 497 lbs. 

Springwell Railway ...... 585J „ 

Bolton and Leigh Railway .... 836 ,, 

Hetton Railway 488 „ 

Now, the whole of these results (excepting that of the 
*^ Lancashire Witch,'' just referred to,) are derived from 
the every-day work of Engines which have been in use for 
the last ^^ or six years: — and, suppose that the force re<^ 
quisite to propel an Engine up the Rainhill inclined plane 
be 375 lbs. as has been stated by Mr. Walker, it is evident 
that the whole of these Engines are exerting a greater force 
than would be required to surmount such an inclination. 

The abrupt ascents which frequently occur on these Rail- 
ways will, in some degree, account for the weight of the 
Engines employed on them. The estimate of their actual 
performance has been erroneously made by considering the 
line to rise uniformly from one end to the other, forgetting, 
that the Engines are obliged to be made so heavy as to be 
able to overcome the greatest acclivity, and that the surplus 
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weight upon other parts of the road becomes a clog upon 
the Engine^ and reduces its beneficial effect 

But to reduce the effect of Locomotive Engines on in- 
clined planes to a still greater certainty, some experiments 
have been instituted on the very plane in question, which 
must remove every doubt on the subject. 

Experiment First. — ^The " Rocket'* Engine, weigh- 
ing 4i tons, including the weight of water in the boiler, 
took a load of 

Engine . • . . . 4 tons 5 cwt 

Tender i3 „ 10 „ 

Wagons and Load . • 8 „ 10 „ 



15 „ 5 „ up an inclination 
of 1 in 96 in 6* 35'*, the distance being li mile, which is 
at the rate of 16 miles an hour. 

Experiment Second. — ^^Engine . • 4 tons 5 cwt 
Tender . . 3 „ „ 
Wagons . . 13 ,9 7 „ 

20 „ 12 „ up 
the same inclination and the same lengtii in 7' 10'', which 
is at the rate of 12^ miles an hour. ^ , 

In confirmation of these it may be added, that during se- 
veral trips up this plane with a coach containing 30 per- 
sons, a speed of 24 miles an hour was maintained. 

No eare in these experiments was tak^n to render them 
more striking than the ordinary work of Engines would 
justify. The " Rocket" had a lock-up safety-valve, load- 
ed to 50 lbs. on the square inch, and the rails, if any thing, 
were in a worse state than they usually are.* Our object 
being solely to ascertain whether such an inclination might 
not be overcome by an Engine of that weight. 

That these experiments have sufficiently answered the 
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]^urpose for which thejr were intended is qtiite evident; and 
even if facts had been wanting to prove the fallacy of Mr. 
Walker^s position, these, from their direct application to 
the point in question, cannot fail to remove a difficulty 
which such a statement was calculated to create. 

On the 19th of October some farther experiments \yith 
the same Engine were made, to determine what load was 
best adapted for regular work. The plane was level. The 
distance in one direction was IJ mile, the weight attached 
was 30. tons. Tender 3 tons. Engine 4i tons. 



Weight 
1st Trip Eastward. . . .37J tons. 

Ditto Westward... 37J „ 
id Trip Eastward. . . .37i 

Ditto West\^ard. . .37i 
3d Trip Eastward. . . s37i 

Ditto Westward... 37J 



9> 
99 
9> 



Space. 
1 J mile. 
li ,, 

n ,, 

U 99 



Time. 
6' 46" 

6'35" 
7' 12" 



4fh Trip Eastward. . 
Ditto Westward. 



WHght 
. .41 j tons. 
..41J „ 



9 miles in 41' 18" = 13 miles per hour. 

I^ace. Time. 
1 J mile. & 30" 
1^ „ 6' 45" 



3 miles in 13' 15" ss 13^ miles per hour. 



Weight. Spajct. Time. 

5th Trip Eastward.... 46i tons, l^nule. 6' 18" 

Ditto Westward... 46i „ li „ 6' 50" 



3 miles in 13' 8" = 13} miles per hour. 



It may appear singular that the increase of weight should 
he attended with an increase of velocity, but this may be 
accounted for by the steam rising during the times that the 
wagons were fixing on, and also by the Engine getting in 
better working order after a few trips; but taking every 
thing into consideration, we regard the average-rate of per- 
formance on that day to be 37i tons, (gross,) or 20 tons of 
goods, at 13 miles an hour. 

^0 
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Id an experifnent which was afterwards made wifli ft ] 
lokd of 34i tons, in starting from one end of the stage tbo> 
steam was so low that the Engine oould only just mere 
the load. During the first quarter of a mile the average 
rate was not more than 5 or 6 miles.an hour; in the neast 
quarter it increased, and on arriving at the other ead of the 
stage we were moving at the rate of upwards of 12 miletf 
an hour. No additional fuel was put into the fire during 
the whole length of the stage, nor was any extra steam 
thrown into the cylinders; in short, not a valve nar anjr 
part of the Engine was interfered with, but was left to ex- 
ert such power only as an ordinary fire might be capable 
of generating. 

Experiments generally are deemed objectionable, because 
the»Engine is forced beyond what it is capable of maintain- 
ing; but, in this instance, there was more steam in the 
boiler, on arriving at the end of the stage, than there was 
at the commencement; and hence the conclusion, that the 
power of the Engine is at least adequate to move a gross 
weight of 34§ tons, at the rate of 12 miles an hour: and wher 
ther the speed might not have increased still farther is a 
point which the shortness of the stage alone prevented our 
ascertaining. We do not, however, wish it to be supposed 
that this Engine would take three times the weight at one- 
third the speed, or 34i X 3 °= 103i tons at 4 miles an bour^, 
because it was made expressly for 12 miles an hour. There 
is, in all Engines, a certain speed for the piston, at which 
a maximum efTect is^ produced, and, if not strictly adhered 
to, a proportionate reduction in the effect will be the con- 
sequence; and, therefore, to adopt such a plan of calcula*- 
tion would be as unfit and as erroneous as that of supposing 
the speed of the Darlington Engines increased to 10 miles 
an hour, and giving the result as the effect to be produced at 
that speed. 

To give an example:— On the Railway, near Liverpool, 
an Engine was employed for drawing the wagons loaded 
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mUb mark. Its general load was about 70 tonsi (exclusiTe 
of its own weight,) which it moved at the rate of about 5i 
milMi an hour; but when detached, and having only its 
trwA freight to moye, we found that it was incapable of 
maintaining a speed of 20 miles an hour. But if the the- 
ory ef proportioning the load inversely, as the velocity, as 
udop^ed by Mr. Walker, had been correct, the Engine 
ong^ to have taken 12i tons at that speed. Also, the per* 
lormance of the <^ Rocket'' Engine, at 13 miles an hour, 
was found to be 37i tons gross, and at 35 miles an hour 
the weight of the Engine was its load; but, according to 
the same rule, it ought' to have taken 9ii tons. 

From the experiments which have been detailed, it is 
evident that, on a level Railway, a Locomotive Engine, 
weighing from 4 to 5 tons, will convey 20 tons of goods, 
exclusive of carriages, at the rate of 12 miles per hour; and 
that OB the Rainhill and Sutton planes, which are each 1) 
mile lon|^ ascending 1 in 96, the same Engine will draw 
8 tons of goods at 10 miles an hour. The force, therefore, 
which the Engine has to exert at those speeds on the level, 
^nd on the inclined plane, is respectively 497 lbs. and 
656 lbs. 

If we calculate the effect which a Locomotive Engine is 
^pable of producing at 10 miles per hour, having two 10 
inoh cylinders, with pistons, moving 160 feet per minute, 
and an effective pressure of 25 lbs. per square inch, (being 
one half the elasticity of steam in the boiler,) we shall 
have 157 inches area of the cylinders X 25 lbs..X 180 feet 
-V- 880 feet per minute (being 10 miles- per hour) ==: 603 lbs. 
the power of the Engine^ which exceeds the resistance of 
8 tons of goods, on a plane ascending 1 in 96, by 147 Ibs^: 
henoe the Engines are fully adequate to the load assigned. 

Since the Engines are proved to be more than equal to 
the resistanee of 656 lbs. and proposed to work at this, it 
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may seem inconsistent to apply a load on the level> the re^ 
sistance of which only amounts to 497 lbs. 

Experience^ however^ has shown, that though a I«o&o^ 
motive Engine may be constructed capable of overcoming 
a certain resistance, where unavoidable and peculiar local 
impediments render it expedient, it is injudicious to work 
regularly with a Ipad that approximates so nearly to the 
utmost effect of which it is susceptible. This is the rea- 
son why the load has been so apportioned on the inclined 
planes and on the level; that on the former being 656 lbs. 
and on the latter only 497 lbs. 

The load for the Locomotive Engines on the Liverpool 
and Manchester Railway is therefore taken at 20 tons, ex- 
cept at Rainhill and Sutton, where assistant Locomotive- 
Engftes will be required, each capable .of ascending with 
12 tons of goods at 10 miles per hour. 

Admitting, as it is in Mr. Walker^s report, that each En-« 
gine will make three journeys daily between Liverpool and 
Manchester, we shall have the work of one Engine, equal 
to 20 tons of goods, conveyed over 90 miles, or 1800 tons 
conveyed over one mile. 

The daily trafiSc being stated at 4000 tons conveyed 30 
miles, or 120,000 tons conveyed one mile, will consequent- 
ly require 67 Engines to perform the work. 

The assistant Engines requisite at Rainhill and Sutton 
planes' being estimated equal to if ths of the load on the 
level, the daily work to be performed by them will be 

4000 X 12 ^^ ^ 
§Q — = 2400 tons. 

Each Engine, when fully employed, may safely be cal- 
culated to make 20 journeys, or 60 miles per day, which 
is equal to 240 tons. Hence, 2400 tons will require 10 as- 
sistant Engines, making 77 the number constantly at work, 
to convey daily 2000 tons in each direction between Liver- 
pool and Manchester; to which must be added one-fifth for 
spare Engines: the total number, therefore, will be 93. 
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ESTIKATE OF CAPITAL EE<lUIBED. 

93 Bogies and Tenders, at £600 £55,800 

4Wat^S«iitk>n8,at£500 . - ... ... - 2,000 

Crossings at the Rsunhill and Sutton inclined planes, for the as- 
sistant Engines to pass from one line of road to the other • 200 

Total capital - - - - £58,000 



• ESTIMATE OP THE ANNUAL COST OP EACH ENGINE. 

One En^e and Tender will cost - - . - £600 
Add <Mie-fifth for spare Engine and Tender - * 120 

Whole cost of 1 Engine at work £720 

Interest of caintaly including depreciation, at 7i per cent. £54 
Add annual repairs, as ascertained by actual observation, on ' 

the Springwell and Darlington Rjdlways - - - 50 

Wages, Coals, and other expenses, as follows:— 
Engi&e-inan's wages, at 21s. per week - > £54 12 

Asdustant 26 00 

Cook, — 1 Engine has been stated to convey 1800 

tons over 1 mile per day, which at 1.75 lbs. 

per ton per mile, is 3150 lbs. per day, or, 

taking 312 working days in one year, is 439 

tons per year, at 58. lOd 128 10 

Grease, Oil, Hemp, &c. 12 

220 12 10 



Annual cost of working 1 Engine - . - £324 12 10 



ANNUAL COST OF WATER STATIONS. 

Interest and depreciation on orig^al cost of each Water Sta« 

tion, viz. £500, at 7J per cent - - - - . £37 10 

Annual repairs, grease, &c. - ' 5 

Coals for each Station, 100 tons at 4s. 6d. - - - - 22 10 

Attendant - 39 



Cost of 1 Station - - - £104 



Annual cost of leading 2000 tons of goods per day each 
way between Liverpool and Manchester:— 
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Annual cost of ^vrorldbg 77 £ngiiies,<tt £324 123. lOcL - de^997 8 2 
Ajimial ooflt of ftfe Water Staticws,. at £104 each - • 520 Q 



£2S,S17 8 S 



This sum divided by 4000 tons, conveyed over 30 miles 
per day, or for 312 days, equal 37,440,000 tons conveyed 
over 1 mile, gives the cost at 0.1(54 of a penny per ton per 
mile, or 4 9-lOths pence for the whole distance. 

The method of drawing goods on Railways by means of 
Fixed Engines and. ropes, called the "reciprocating plan 
of conveyance,^^ was said to be invented by Mr. Thomp-» 
son, who took out a patent for the improvement. 

The plan consists in placing Steam Engines at intervals 
of one or one and a half mile along the whole line of Rail- 
way, and having ropes running on rollers, placed between 
the rails, to extend from one Engine to the other, by which 
the wagons are drawn forward. When a train of wagons 
leaves a station, it takes along with it another rope, techni- 
cally called the ** tail-ropej^^ which serves to bring back 
the next train which is moving in the contrary direction; 
the rope which drew the first train then becomes the ^Hail- 
Tope^^^ and is drawn back by the former, which then be- 
comes the ^^ head-ropeJ^ This is called the reciprocating 
system. 

As the application of this kind of power is at present 
very limited, there is necessarily a want of experience as 
to its practicability, where despatch and regularity are in- 
dispensable. 

There can, however, be no doubt but that a speed of 10 
or 12 miles an hour, or even more, may be ipaintained 
duriftg the time the carriages are in motion; but whether 
the stoppages in changing ropes and crossing from one way 
to the other at the Engine stations may not reduce the ave- 
rage speed very considerably, is a point on which we shall 
offer a few remarks* 
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(■ The Amntan and Shields Bailwajr has fi?e eoatinmmp 
planes worked by Fixed Engines, onlf one of which may 
be said to be on the reciprocating plan; for on three of the 
planes the loaded wagons run of themselves, and the rope 
is merely used to draw back the empty ones; and on the 
t>ther the full wagons are drawn up, and the empty ones 
nin back with the rope: from which it appears, that on four 
of the planes it is only necessary to use one rope, the gra* 
vity of the wagons dispensing with the other. 

This mode is highly advantageous, in point of simplicity 
and economy, when compared with the reciprocating sys^ 
tern, where two ropes to each train are required. 

The'Brunton and Shields Railway has only a single line 
of rails with a passing place at the Engine stations; but, on 
the Liverpool road, two lines would be required to be 
worked by the same Engine, which consequently lessens 
(the simplicity still farther. 

Mr. Walker has shown a plan,* by which the wagons 
and ropes are to be managed at the stations, which, if not 
altogether impracticable, is certainly very complex; but 
this may arise, in some degree, from the nature of the ma- 
chinery consequent upon the system, and not entirely upon 
the peculiar plan which Mr. Walker has proposed. 

To explain this by example : — The diagram, No. 2 shows 
two trains of wagons being drawn towards the station. The 
train d haying to' take the switches at e to cross into the other 
road, necessarily comes in contact with the rope from the roH, 
No. 2, which is out at the next station. The same obstruction 
arises to the train c by the rope which is out at the station 
in the opposite direction. 

To remedy this, the ropes might be carried on frame-work 
above the loaded wagons, as far as where the latter would 
pass the switches ; but even in that case, the rope, in drawing 

• Mr. Walker, in a note in the second edition of his Report, says this 
plan is not his own, but was struck out by Mr. Rastrick. 
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It train towards anj station, would require to be detached on 
arriving at the frame-work, and the impetus of the wagons 
would not cany themselres and the tail-rope through the 
switches to tibie place where the next rope] would have to be 
attached. 

There are several methods of arranging the rope rollers for 
this system, which have objections more or less important, 
any of which will require a much greater stoppage of the 
train at the stations than has been calculated upon. 

We are convinced of the truth of this, from an investigation 
which we made last year of the relative rates of speed on the 
Brunton Railway, just referred to, which was embodied in 
one of Mr. Stephenson's reports on the same subject 

In commencing from that part of the Railway adjoining the 
river, we intended to have given a statement of the speed on 
each plane ; but, owing to the wind being so very high, and 
the empty wagons not running freely on some of the planes, 
we were obliged to wait for a considerable time at the sta*' 
tions, and we therefore took little notice in passing up, far- 
ther than that we were nearly two hours in going 5 miles and 
193 yards. 

In returning with a gross load of 31 tons, we had the wind 
in our favour, and the following is the result of the experi- 
ment : — 

Tarda long. Time. Stoppages. 

First Plane. 1287 in 5' 10" 8' 20" 

Secondditto 2316 in 7' 30" 41 30" 

Third ditto 1562 in e' 30" & 00" 

Pourthditto 1760 in G' 00" S' 00" 

Rfth<ntto 2068 in 5' 10" (f 00" 

5^ miles. 8993 in 30' 20" 23' 50" 

From this it appears, that during the time the wagons were 
in motion a speed of upwards of 10 miles an hour was main- 
tained, which, by taking into account the stoppages for 
changing ropes, &c. is reduced to 5\ miles an hour. These 
stoppages, however, would not have been so much if the En- 
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gines bad been sufficiently powerful to draw botti ways at a 
time, as would be the case on the Liverpool and Manchester 
Railway ; but this advantage may very likely be counterba- 
lanced by the complication in the machinery necessary to work 
two lines of road. 

We agree nevertheless with Mr. Walker that 2i minutes 
for changing the ropes, &c. is amply sufficient where despatch 
is requisite; but who can look upon 30 miles of Railway, di- 
vided into equal stages, with 40 trains of carriages, moving 
at the rate of 12 miles an hour, and drawn by 20 different 
Steam Engines (a delay in any one of which would stop the 
whole,) without feeling that the liability to derangement alone 
is sufficient to render the stoppages extremely uncertain? 
And in considering this long chain of connected power, given 
out by so many machines, with the continual crossings of the 
trains from one line to the other, and subject to the govern- 
ment of no fewer than 150 men, whose individual attention 
is requisite to preserve the communication between two of 
the most important towns in the kingdom, we cannot but ex- 
press our decided conviction that a system which necessarily 
involves, by a single accident, the stoppages of the whole, is 
totally unfitted for a public Railway. We have hitherto spo- 
ken of general disadvantages, but what inconvenience would 
individuals not suffer, on arriving at any particular point find 
that from some accident, which might have occurred several 
miles off, they were compelled to stop, without knowing the 
cause of the delay, and without a chance of any other carriage 
coming up to take them forward ? 

Mr. Walker has compared this system to " a chain extend- 
ing from Liverpool to Manchester, the failure of one link of 
which would derange the whole." But he adds — " there are 
about 20 changes of horses in the mail between London and 
Liverpool, a stoppage at any one of which influences the 
" whole; reverting to our metaphor, the chain here extends for 
two hundred miles, and notwithstanding the various chances 

11 
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of accidents and delays, the mail generally arrives about the 
proper time." 

We do not see the comparison so strikingly as Mr. Walker 
seems to have done, for v/hen an accident happens to a horse 
in the mail, another is generally brought to supply its place; 
but it would be impossible to supply the place of a 50 horse 
Steam Engine with the same facility. But to place the two 
cases in a parallel position it would stand thus : — In case of 
accident to an Engine or a rope, every train between Liver- 
pool and Manchester would be stopped until the injury was 
repaired. So would it be with an accident with the mail, 
every coach, and cart between Liverpool and London would 
be delayed, but as this sympathy does not exist, Mr. Walker's 
metaphor is quite inapplicable. 

It ought not, however, to be inferred that we deem this 
mode of conveyance to be more liable to accidents than that 
by Locomotives; but it must be admitted that an accident oc- 
curring to a Locomotive Engine only stops the particular train 
of carriages which is attached to it, and may, therefore, be 
considered only a partial delay, whereas a derangement in 
the reciprocating system, as we have already shown, creates 
a general stoppage. 

In estimating the cost of conveying goods by means of Fixed 
Engines, the friction and the wear of ropes become the most 
important considerations. 

The friction of ropes on a level Railway has hitherto been 
but very partially understood, owing to the difficulty of making 
experiments for the purpose of ascertaining it. Mr. Walker 
has given two experiments, whereby he shows that the 
amount of friction is equal to ^^j of the weight of tiie rope; 
but as he has not given the weights of the wagons, nor the in- 
clination of the road, on which the experiments were made, 
we are unable to ascertain whether this deduction is correct 

We allude to this more particularly, because in experiment- 
ing for this purpose, the gravity of the rope itself has been 
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almost universally neglected. In the experiments made by 
Mr. Wood, he has given the friction of ropes on inclined 
planes of various rates of inclination, but his results can only 
supply to such planes as those on which the experiments were 
performed, because the gravity of the rope was not considered 
a part of the accelerating force. 

The method which we adopted in investigating this part of the 
subject, was by placing so many empty wagons on an inclined 
plane as would move a given length of rope at a uniform ve- 
locity; this being ascertained, it is evident that the gravity of 
the rope and wagons will be equal to their friction. 

Experiment First. — ^Three wagons, weighing 72 cwt. 
maintained a speed of 1 J mile an hour, with 930 yards of rope, 
weighing 3397 lbs., on a plane ascending 1 in 33. 

Experiment Second. — ^Four wagons, weighing 96 cwt. 
maintained the same speed, with 1370 yards of rope, weighing 
5004 lbs. 

Experiment Third. — ^Five wagons, weighing 6 tons, main- 
tained a speed of If mile an hour, with 1810 yards of rope, 
weighing 6600 lbs. 

To reduce these to fractional parts of the rope's weight — 

Ist Gravity of wagons 244} lbs. 

Gravity of rope 103 „ 

347J „ 
Deduct firiction of wagons ... 39 „ 

Leaves 308} „ or ^ of the weight 
of the rope for its friction. 

2d. Gravity of wagons 326 lbs. 

Gravity of rope 152 „ 

478 
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Deduct frictioQ of wagons ... 521 „ 

Leaves 426 „ or nearly ^ 

3i Gravity of wagons 407 J lbs. 

Gravity of rope 200 ,, 

607J „ 
Deduct friction of wagons ... 65 „ 

Leaves 542J „ or nearly -^ 

There is in this result a material difference with that of Mr. 
Walker, who states the friction at ^V? ^^^ as our experiments 
were made with the greatest care, we cannot but think the 
result very nearly correct. 

But to show how much the weather, and consequent state 
of the roads, affect such experiments, we quote the following 
from Mr. Wood. Speaking of a Fixed Engine plane having 
an inclination of 1 in 75 nearly, he says— 

**When regularly at work, this Engine drags 12 loaded 
carriages up this plane, and the rope is taken out again by 
the empty carriages descending the plane. In bad weather 
that number is not sufficient to accomplish it, and a horse is 
obliged to be constantly kept at the Engine, to assist the car- 
riages in overcoming the resistance of the rope."* 

If, therefore, these twelve wagons, each weighing 3080 lbs. 
cease to move near the bottom of the plane, where the fric- 
tion of the rope is at its maximum, we shall have for the gra- 
vity of the wagons 

3080X12-4-75«492lb8. 
And for the gravity of the rope 3527-^75 = 47 „ 

539 „ 
From which deduct friction of wagons 180 „ 

Leaves for the friction 359 lbs. 

Treatise on Rftil Roads, page 213. 
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which is rather more than ^th of the weight. It would.evi- 
dently be very injudicious to calculate the power of Fixed En- 
gines on the assumption that the friction of the rope is only ^^d 
of its weight, when the changes in the weather very often 
increase it to more than double that amount. 

It is wen known that the Engines erected on the Brunton 
Railway were found to be inadequate to perform the work, 
which we believe to have arisen entirely from an imperfect 
knowledge of the power requisite to move the rope. 

The load which Mr. Walker has assigned to be conveyed 
by each Engine is 52 tons, to be dragged by a rope 3J inches 
in circumference; and, before estimating the cost, it will be 
necessary to examine whether such a size is adequate to such 
a load. 

In this, as in most other cases, we can only refer to those 
Railway^j where similarity of circumstances will warrant a 
comparison. The resistance of 52 tons will be 582 J lbs. 

On the Hetton Railway a five-inch rope is used to drag 24 
empty wagons, each weighing 28 cwt. up an ascent of 1 in 
250. On this plane a three and a half-inch rope was origi- 
nally used, but it was so frequently broken that it was re- 
moved in four months. 

Then 3136 X 24 -i- 250 = 301 lbs. gravity. 
And 3136 X 24 -^ 200 = 376 „ friction. 

Resistance requiring a five-inch rope ... 677 „ 

On another plane, which is quite level, a rope four and a 
half inches in circumference is used to drag the same number 
of wagons; consequently, 3136 X 24 -r- 200 ==^ 376 lbs. the 
resistance requisite for a four and a half-inch rope ; and, by 
reducing these to the resistance of 52 tons on a level, we shall 
have by the former for the requisite size of the Rope, 

4. 6 inches 
Bythe latter 5.6 „ 
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In the foregoing we have not taken the weight of the 
rope into calculation, as the length of the planes are nearly 
alike. 

We are aware that on the Brunton Railway ropes lighter 
than those at Hetton are used; but, since there are no level 
planes worked by this method at Brunton, we think the de- 
ductions from Hetton better data. 

But although the ropes used at Brunton are lighter than 
those which we should propose on the Liverpool line^ it 
should not be inferred that the strain on the former is equal 
to that on ihe latter. 

For example: — On two planes, where three and a quarter 
inch ropes are used to draw back the empty wagons, the full 
ones running down by their own gravity, the rise being 1 in 
120 and 1 in 123 respectively; if we take it at 1 in 122, we 
shall have for the resistance of 12 tons of wagons equal to 
354 lbs. which is not quite two-thirds of the resistance of 52 
tons on a level. 

The breakage of ropes at Brunton has been very frequent, 
which, on a Railway where comparatively Httle traffic is car- 
ried on, may not cause much delay. We recollect noticing 
twenty-seven splices^ or places where it bad been broken in 
one rope, and there were several others which showed evi- 
dent marks of being overstrained. 

On the Hetton Railway a very considerable trade is car- 
ried on, and a stoppage would consequently be a serious loss : 
it is very probable that the substitution of a five-inch for a 
three and a half-inch rope was occasioned by the delays arising 
from the breakage of the latter. 

It is clear, therefore, that for such a line of Railway as the 
Liverpool and Manchester a rope of three and a half inches 
in circumference is too small ; and, in order to prevent as 
much as possible those delays arising from breakage, a four 
and a half-inch rope is the very least in size that should be 
used ; and on the inclined planes a rope not less than five and 
a half inches. 
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. In comparing the two systems of conveyance, ike con- 
sumption of ropes is a very material point ; and in considering 
it, Mr. Walker observes that experience ought to be our 
guide. 

There can be no doubt that experience is the safest crite- 
rion in cases of this description, but great care is requisite in 
transferring the results from any particular Railway to ano- 
ther not similarly situated. 

The Brunton and Shields Railway, on which the cost ot 
ropes is said not to exceed 7^\j^th of a penny per ton of goods , 
per mile, is extremely favourable ; but the chief porticm of 
this line descends gradually with the load, and in favourable 
weather the reciprocating system is adopted on one plane 
only. The data, therefore, afforded by this Railway cannot 
apply to the Liverpool and Manchester, where the whole i» 
supposed level, or nearly so. 

The next instance which Mr. Walker adduces as a guide, 
is a Stationary Engine on the Darlington Railway, at Brussel- 
ton, which works two planes, one ascending 1 in 33, and the 
other descending with the load 1 in 30. The cost of ropes 
is here stated to amount to ^d. per ton of goods per mile. 

To determine from this data the cost of ropes on a level 
Railway, a mode of calculation is adopted at varian<^e with 
every-day's experience. 

The average load upon the Brusselton planes is reduced 
to a level, and the cost reduced in the same ratio, without 
considering that the wear of ropes upon Railways is very ma- 
terially influenced by smarting or putting into motion the train 
of vragOQs at the bottom of the planes. Now the resistance 
to be overcome by the rope, when carriages are in uniform 
motion, is much less than at the starting of the train, arising 
not merely from the friction of the axles being augmented by 
the adhesion between the axle and bush, when the wagons 
are in a state of rest, but also from the vis-inertias of the mass 
to be moved. Every one experienced with the operations of 
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Stattonary Engines on Railways can bear testimony that the 
breakage of ropes is mainly occasioned by die starting of the 
trains. 

On the Brusselton, as well as on inclined planes generally, 
die bottom is made level, and sometimes descending in the 
direction of the load, in order that gravity may aid the rope 
in giving motion to the train ; but, notwithstanding these judi- 
cious precautions, the rope receives the greatest injury at 
starting, which of course exists to as great an extent on level 
Railways as on inclined planes, which are made flat at the 
bottom. 

The deductions drawn from the latter, omitting this consi- 
deration, are therefore totally inapplicable and useless as a 
guide in determining the strength of ropes requisite on level 
planes. This view will show that the cost of ropes on inclined 
planes is a much nearer approximation to that on a level Rail- 
way, when lai^e trains are employed, than is generally ap- 
prehended, and that the wear is far from being directly as the 
load. 

The last instance to which Mr. Walker refers in his Report 
as affording data on this important point, is on a part of the 
Hetton Railway, which is nearly level, where 301,800 tons 
are conveyed over 2i miles for an expense of £780 in ropeSf 
which gives, according to, the most favourable mode of calcu- 
lating, -^ of a penny per ton per mile. 

This part of the Hetton road is worked by the recipro- 
cating system to a greater extent than on the Brunton and 
Shields, and the planes not varying widely from a level, is bet- 
ter data than either of the others ; yet it does not seem to have 
influenced Mr. Walker^s conclusions on this point, having fixed 
on yStt ^^ ^ penny per ton per mile, whereas the daily experi- 
ence at Hetton indicates ^^ths. 

Since, however, the curves which exist on that line may in- 
crease the wear of ropes in some degree, we shall take the cost, 
when applied to the Liverpool and Manchester, at j^V^ ^^ ^ 
penny per ton per mile. 
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It appears that the accounts which gave oiie-twdntfeth of 
a penny per ton per mile on the Brunton and Shields road, 
were founded upon the assumption, *Uhat (excepting three 
ropes which had been actually worn out) those in use would 
do about half as much more as they had already done/'-— 
a method of calculating quite inadmissible. 

There exists another powerful reason why the cost of 
ropes on the Brunton Railway should not be followed as a 
guide in making estimates in reference to the Liverpool and 
Manchester; viz. the diflferent planes do not only ascend 
and descend in the same direction with the load, but also 
with different degrees of inclination. This being the case, 
when a rope becomes insufficient for the ascending planes 
with the load, it is not rendered useless, but may be applied 
to some of the planes in succession, as the inclination de- 
creases, or where the empty wagons alone ascend : thus a 
rope may be employed much beyond the period that it 
would be serviceable on a line of road on which it was pro- 
posed to convey a gross weight of fifty-two tons in each 
train, and over a series of planes, scarcely difiering from a 
level or from each other, A rope, when unserviceable for 
one plane, would be equally so for {he whole distance. 

Before entering into an examination of the requisite 
powers of the Engines, it will be necessary to divide the 
line into stages, which, for the sake of perspicuity, we adopt 
those proposed by Mr. Walker. 

** The space between the Liverpool tunnel and the foot 
of Rainhili plane, about six miles in length, is divided into 
four spaces, each li mile long; — the ascending and de- 
scending planes each to form one stage; — the two miles 
level upon Rainhili two stages; — and the nineteen miles, 
from the foot of the plane to Manchester, to be divided into 
twelve stages of IJ mile each, and one stage of one mile 
nearest to Manchester. *' 

12 
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The speed, when in motion, is proposed to be twelve 
miles an hour, which, including stoppages, will be reduced 
to nine miles an hour between the two extreme points. 

The power of the Engines on the H mile stages will be 
thus: — 
Friction of 52 tons at ^th . . . . . . = 582 lbs. 

Friction of 1} mile of 4} inch rope, weighing 

6888 lbs. at ^jt^ = 574 „ 

1156 „ 

Power of a horse at 12 miles an hour = 150X2J-^12 
B= 31 lbs.: then 1156 -t- 31 = 37 horse power; or, allowing 
for spare power, say 40 horses for one line, or 80 horses 
for two lines. 

Power of Engines for the one mile stages: — 

Friction of 52 tons, as above 582 lbs. 

Friction of the one mile of rope, being two-thirds 

of the above 382 „ 



964 



But, since these Engines need not be made to propel the 
goods at more than 8 miles an hour, because the space of 1 
mile can only be travelled over in the same time that the 
others are moving H mile, (on account of the necessary 
dependence of these Engines upon the others,) therefore, 
tlie power of a horse at 8 miles an hour will be 150 X 2 J 
-r- 8 = 47 lbs. which, divided into 964, gives the power of 
these Engines = 20J horses, or for spare power 24 horses, 
or double that for the two lines. 

The power of the Engines to work the two inclined 
planes will be — 
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52 tons -4- 96 gives for gravity * 1213 lbs. 

52 tons -4- 200 gives for friction . . . . . 582 y^ 
Friction of rope> (5 J inches circumference,) . 

10,700 lbs; -^12 = 891 „ 
Gravity of rope 10,700 lbs. -^ 96 = 111 „ 

2797 „ 

2797 lbs. -T- (31 power of a horse at 12 miles) = 90 horses. 

This would be the power of the Engines in case no de-' 
scending train was passing down the plane at the same time, 
but which, according to the regularity of the system, be- 
comes a necessary consequence. We shall, therefore, as- 
sume the power requisite to work these planes, and the 
one-mile stages, to be 80 horses. 

The power of the Engine at the foot of the inclined 
planes will, by allowing 10 horses to assist in overcoming 
the friction of the rope, be 50 horses, and the extra power 
at the tunnel 40 horses. 

The total quantity of power will, therefore, be — 
17 Engines of 80 horses' power .... 1360 horses. 
1 ditto at the tunnel, 40 . . . 

1 ditto on the level at Rainhill, 48 

2 ditto at the bottom of planes, 50 
I ditto at Manchester, 24 . . . 



Total 



40 „ 

48 „ 

100 „ 

24 „ 



1572 



ESTIMATE OF CAPrTAL REQUIRED FOR ENGINES AND 
MACHINERY. 

One Engine of 80 horses' power - - - - £2800 

Four Rope Rolls and Machinery . - - - 550 

En^ne-house and Chimney 650 

Dwelhng-house, Reservoirs, &c. - - - - 200 

£4200 
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Seventeen stations at £4300 -«-... . jen,400 

Extra power at the Tunnel, 40 horses . • - - 1,800 

One Engine of 48 horses' power - - . - £1600 

Kope Rolls - - - 500 

Engine-house and Chimney ----- 600 
Dwelling-house and Beserroir ... - 180 

2,880 

Two Engines at bottom of planes, 50 horses, same as last - 5,760 

One Engine at Manchester, 24 horses - - - £960 

Kope KoUs 250 

Engine-house, &c 500 

Dwelling-house, Reservoir, &€•---- 180 

1,890 

Sheaves for Ropes, 13,090, at 12s. - - - - . 7,854 

Four sets of Crossings and Turn-outs at each station, 88, at 

^^ ' ' % 4,400 



£95,984 



J^NNUAL EXPENSE OF STATIONARY ENGINES. 

Interest and depreciation oh £95,984 at the rate of 6 J per 

cent- - - £6238 19 

Coals for Engines, being altogether 1572 horse power, 

working 10 hours per day for 312 days, at 17 lbs. per 

horse power per hour = 37,222 tons, at 4s. 6d. . . 8374 19 
Repairs of Engines and Machinery, including Fire Bars, 

Boilers, Hemp, Oil, &c., at £1 per horse power per an- 

^^^ - 1572 

43 Engine-men, at £54 12s. -, - - .* . . £2347 16 

21 Assistants, at £40 34q q q 

43 Brakemeh, at £40 per annum - - - . . iqqq q q 
84 Men to ride the trains, being one man to each rope, at 

£40 per annum , 3360 

Wear and tear of Rope Sheaves, at £8 poj mile of double 

^^y - - . 240 

Oil for Sheaves, 2100 gallons, at 2s. 6d. - - . - 262 10 
8 Men to oil sheaves, at £30 per annum - . - - 240 



Annual cost of keepmg the Machineiy in working order £25,156 4 
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ROPES. 

108 miles of 4 J mch Rope on the level stages = 221 J tons 
(after deducting value of old material,) at £A2 per ton £9296 ' 

6 miles of 5J inch Head Rope for inclined planes 19 1-lOth 

tons, at £42 - - - - > - - - 802 4 

6 miles of 3^ inch Tsui Rope for incHiied planes, 7 tons 

ir cwt. at £42 - 329 14 

Grooves for Ropes crossing roads, 30, at £10 - . - 300 

£10,7^r 18 



WEAR OF ROPES. 

Interest oh the above cost, at 5 per cent, per annum - £536 7, 10 
Although the wear and tear on ascending the inclined 
planes will be increased, there will be a saving in de- 
scending, and we therefore take 30 miles at 1-lOth of a 
penny per ton per mile, on 4000 tons conveyed daUy, 

equal to 37,440,000 tons over 1 mile per annum - - 15,600 

. 

Annual cost of Ropes, &c. - - - £16,136 7 10 



DUPLICATE ROPES, &c. 

108 mile* of spare 4^ inch Rope, 221i tons, at £51 - - £11,288 
6 miles of 5§ inch Head Rope for inclined planes, 19 1-lOth 

tons, at £51 974 2 

6 miles of 3 J inch Tsdl Rope for inclined planes, 7 tons 17 

cwt.at£51 -.- 40070 

Duplicates /or En^es, at the rate of £1 per horse power 1,572 

Sigiial Stations, 22, at £25 550 

£14,784 9 

Interest on this amount at 5 per cent per annum, being the 
annual cost of Duplicates, &c. - - - - - £739 4 5 



SUMMARY OF ANNUAL EXPENSE OF ENGINES, ROPES, 
DUPLICATES, &c. 

Engines, bemg equal to 1572 horses - - - . £25,156 4 2 

»opes 16,136 7 10 

Duplicates, &c. - - 739 4 5 

£42,031 16 5 
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Which, divided into 37,440,000, the; number of tons con- 
veyed over one mile annually, will leave .02694 of a pen- 
ny per ton per mile, and the capital invested in this esta- 
blishment will be — 

Engines and Maduneiy - £95,984 

Bopes, &c. in use 10,727 18 

Duplicate Ropes and l^Iachinery * . - - . 14,784 9 

£121,496 7 



To compare the two estimates in one view: — 

Tlie capital required to convey 2000 tons each way per 

day by Locomotive Engines will be - - - - £58,000 
And by Stationary Engines 121,496 7 

Difference in favour of Locomotives £63,496 7 



The annual cost of conveying the same quantity by Loco- 
motive Engines £25,517 8 2 

And by Stationary Eng^es 42,031 16 5 

Annual saving in favour of Locomotives - - - -£16,514 8 3 



The rate per ton per mile by the Locomotive system 

is ... 0.164 of a penny, 

and by th^ Stationary plan .... 0.269 „ 

making an excess of expense per ton per mile of 0.105 of 
a penny by the Stationary system; or the proportionate ad- 
vantage is as 8 to 5 in favour of Locomotive Engines. 

We have not thought it necessary to include any contin- 
gent expenses which may be common to both systems, and 
we have made our calculations on the supposition that the 
trade be quite regular and uniform from one end of the line 
to the other. 

These conclusions, considered in connexion with the Li- 
verpool and Manchester Railway, we believe are fully borne .« 
out by experience, especially when the disadvantages to which 
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the Locomotive system has been exposed in its application to 
practice are attentively and impartially weighed. Until with- 
in a short period, Railways have been principally employed 
for the conveyance of coal or other mineral, from mines to 
an eligible shipping place, and, since mines either become 
wholly or partially exhausted in a few years, it is essential, in 
constructing Railways for such purposes, to study economy 
in the first outlay. This necessity, combined with a want of 
information on the great importance of reducing the irregular- 
ities of the natural surface of the ground to obtain a uniform 
section, has tended much to retard the progress of Locomo- 
tive Engines. 

When they were first introduced in the north of England, 
they were either very imperfectly constructed or were applied 
to situations not adapted for their profitable employment. 
The Colliery Railways in the north have rarely been construct- 
ed with a due regard to the best sectional line, so that the 
greatest ejffect might be produced with the least expenditure 
of power; they more generally present ascents and descents, 
to an extent that render both horses and Locomotive Engines 
almost useless. Hence we perceive why the introduction of 
Locomotive Engines has been so tardy and so frequently at- 
tended with unfavourable results. Such failures are ima- 
gined by many to arise from imperfections concomitant with 
the system itself^ whereas they have really arisen from a 
misconception of their capabilities when properly brought 
into operation, and particularly from a want of discrimination 
in determining the limits, beyond which they become expen- 
sive and troublesome. 

In drawing a comparison between Locomotive and Sta- 
tionary Engines, as applicable to the Liverpool and Manches- 
ter Railway, the relative expense is certainly of vast impor- 
tance ; but though this is a primary object, that of despatch 
and public accommodation are of the utmost consequence, 
and may be said to rank higher in the scale of importance 
than expense, when the difference between the two system* 
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in the latter item is not very great. When the traffic upon a 
Railway is either small or variable, the Locomotive Ei^ines 
are not only cheaper but much more convenient, because the 
number of Engines in operation at one time may be regulated 
as the trade fluctuates; but when the Stationary system is adopt- 
ed, the whole of the machinery must be employed to convey 
the goods, however trifling. Where the trade is great and near- 
ly uniform, as is the case between Liverpool and Manchester, 
the expense of the Stationary system approximates probably 
more nearly to that of the Locomotive than in any other 
locality in England. It is in this instance, therefore, that 
despatch and public accommodation claim particular atten- 
tion. 

♦ In this respect Mr. Walker is of opinion that either sys- 
tem is fully adequate; but he does not appear to have duly 
considered the practical difficulties which are unavoidable 
where a chain of Stationary Engines is employed. Locomo- 
tive Engines may be compared to horses, as far as conve- 
nience is concerned, with this^ advantage, that they are 
much more manageable, because each Engine is an indepen- 
dent power; but the case is widely diffisrent in the other 
system, where the whole is dependent on each individual 
part, and also upon a series of regulations, liable to be de- 
ranged by the inattention of workmen. With the Locomo- 
tive Engines the carelessness of one person extends, in most 
<:ases, only to one train of carriages; whereas an accident 
produced by the same cause with Stationary Engines occa- 
sions a delay from one end of the road to the other, and the 
risk of accident is evidently proportionate to the length of 
the line of road. We may go so far as to conceive a line of 
Railway, with Stationary Engines, so loqg, that accidents 
would be almost perpetually occurring, which leads to the 
inference, that the conveyance of a lai^e quantity of goods 
by such a series of Engines and ropes, would in the end, be- 
come actually impracticable. 

This latter supposition is not advanced as applicable to 
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the Liyerpod and Manchester Railway, but merely toshow^ 
in a conclusive manner^ that despatch and public accommo- 
dation would be obtained by such a system with much greater 
difficulty in that line of road than upon any other hitherto 
constructed. 

It must be admitted that accidents with Engines applies 
with equal force to both systems, but accidents with the ropes 
are the most general sources of delay, from which the Lo- 
comotive system is entirely free. When a line of rope al- 
ways occupies the centre of the Railway, it is almost abso- 
lutely necessary, to prevent accidents at the crossings of turn- 
pike roads, that the level of the Railway should either be 
considerably above or below the common road, to admit of 
bridges being constructed. This creates an increase in the 
original outlay, which may in some instances be very serious, 
if not nearly impracticable. Mr. Walker, with a view to 
avoid the Railway carriages coming into contact with carts 
on the common roads, where they cross on the same level, 
proposes to attach what are technically called "friction 
clutches" to the Engines, so that the trains may be stopped 
by powerful brakes when necessary, whilst the Engines and 
the other trains continue to move at the , regular velocity. 
This expedient is certainly practicable, but it would injure 
the ropes very seriously when the requisite force is applied by 
the brakes to stop the train of carriages, because the friction 
of the clutch must greatly exceed the resistance of the tr^n, 
since it must be more than sufficient to give motion to thjpm 
from a state of rest at each station. The inconvenience from 
such an adaptation of friction clutches would not stop here, 
but would give rise to an irregularity at each Engine station 
from the trains, moving in opposite directions, not arriving at 
the same instant of time^ which is certainly necessary to se- 
cure that despatch which Mr. Walker calculates upon in 
other parts of his Report. 

Another contrivance is su^ested, viz. : — " By connecting 
the head and tail ropes together under the train, by a contri- 

13 
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^nce instantly to disengage the train from ttie rope, and 
hj proper signals of approach, any chance of accident to per* 
ions or cattle crossing would be very much lessened/^ 

We either do not understand Mr. Walker's idea, from 
the explanation he has given, or it is quite impossible to 
carry the suggestion into effect 

If the bead and tail ropes are connected under the train, 
they wiir continue to move after the train is disengaged, and 
vnll continue to do so though the train may be brought to 
re^t; therefore the junction of the head and tail ropes can« 
not be replaced under the train, but will arrive at the station 
before it. This being the case, instead of disconnecting the 
head and tail ropes from each other at the station, the Engine 
must continue to wind the tail rope on the drum until the 
train arrivea, or the ropes must be disengaged, and the train 
brought forward by manual labour or horses, wherever it 
may be situated, to the Engine station. 

This never can have been contemplated by Mr. Walker; 
indeed without an endless rope, the train cannot be disen* 
gaged during the passage from station to station. 

The conveyance of intelligence, from one Engine to ano- 
ther, in the Stationary system, is liable to be interrupted by 
foggy weather when telegraphs are adopted. Bells are 
sometimes resorted to, but their operation is also uncertain, 
being influenced by the direction and strength of the wind. 
The neceisary intelligence may also be conveyed from one 
Station to the other by attaching the tail-rope to the train, 
and applying the Engine to drag it, together with the head- 
rope, in a contrary direction: this gives motiotito the drum 
at the adjoining station, and signifies that the carriages are 
ready for proceeding. 

Though this is the most certain method when the state of 
the atmosphere renders the common telegraph useless, it 
occupies too much time where despatch is of vital impor- 
tance. 

Prom the local situation of the Liverpool and Manchester 
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Railway, it is evident that, in a very few years, several 
branches from the various towns on each side will join the 
main line. Hence the traffic on the different parts of the 
line will annually undergo some modi6cation. If, however, 
the Stationary system were established in the outset, it would 
be necessary to construct the Engines of sufficient power to 
meet any probable increase of this kind. If the Engines were 
not possessed of such extra power, and only made adequate 
to the trade already contemplated to exist between the ends 
of (he line, it is evident that much personal inconvenience, 
as well as a positive detriment to the trade, would be ex* 
perienced. 

We allude to this to show that much difficulty would 
^rise in adjusting the powers of the Engines requisite for 
the dififerent parts of the line of road between Liverpool 
and Manchester, excepting, indeed, they were all made very 
powerful to meet any future increase of trade. If such .a 
provision were not made, we may suppose that goods from 
one end of the line is equal to the full performance of the 
Engines; in this case, the goods from any intervening town 
or branch-line must be detained until the more distant trade 
subsides. It is unnecessary to make any comment on the con- 
sequences of such a detention. 

Wherever the Stationary system is adopted, it is evident 
.that every branch^road must form a junction at an Engine 
station, which will very frequently cause a material increase 
of expenditure in the formation of such branch Railways, and 
therefore, produce a corresponding increase in the cost of 
conveying goods from town to town. The whole of these diffi- 
culties, which are inseparable from the Stationary system, on 
a public lipe of road, where the trade must necessarily fluc- 
tuate, are easily and eflectually obviated with Locomotive 
Engines; for should the trade in any part qndeigo a tempo- 
rary increase or decrease, the requisite power may be im- 
mediately applied or withdrawn. 

Many other practical considerations might be adduced to 
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exemplify tbe great superiority of the Locomotive over the 
Stationary system on a public Railway, but they are of a 
description not easily understood or duly appreciated, except 
by those who have had experience and frequent opportunity 
of witnessing the daily operation of machinery on Railways. 
Obstacles often arise from casualties, which, by bare mention 
in tUs place,, would appear frivolous, whereas to the practical 
man they are of importance, and tend to demonstrate that it 
is of great, consequence to adopt a system, the efficient ope- 
ration of wluch, as a wbole» is not dependent on each indivi- 
dual part. 
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The intense iixterest excited by the offer of thU premium 
was almost unparalleled; the friends of Locomotive Engines 
hailed it as an era which was to create one of the great- 
est changes in the internal communications of the king- 
dom that had ever yet taken place. The canal proprie- 
tors dreaded lest the issue of these trials should prove that 
a more economical mode of conveyance ;niight be es- 
tablished; and the projectors of the Railway viewed the 
experiment as one calculated to make that grand work pro- 
fitable to themselves and beneficial to the country, or show 
to them that an immense expenditure had been incurred 
which might otherwise have been, avoided. 

The public were qot idle spectators: they considered the 
successful termination would not only confer individual 
benefits and local advantages, but a great national good, by 
introducing a system of conveyance throughout the country 
which is at once easy, safe, expeditious and economical, af- 
fording to the poor a luxury hitherto denied to them, and 
to the more opulent a despatch which hitherto no sum could 
purchase. There are few classes that such a change would 
not, in some degree, affect A reduction in the price of 
coal may be said to affect all: the same niay be said of a re- 
duction in the rate of carriage, and particularly as it re- 
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gardfl the manufacturer^ who^ as is generally the case in this 
country, is so internally situated, as to be compelled either 
to relinquish a portion of his profits, or lay an additional 
price on the manufactured article, on account of the ex- 
penses arising from conveyances. The facility afiforded for 
conveying all kinds of agricultural produce, for bringing 
into cultivation those lands which, on account of their re- 
mote situations and want of proper communication, have 
been so long neglected.* 

The enormous expense of maintaining such an establish- 
ment of coach-horses, as the increase of travelling within 
the last few years has so fearfully augmented, is a subject 
too serious to be overlooked, — to say nothing of the cruel- 
ties so often practised on these poor animals, and which 
tends so much to lessen those enjoyments which travelling 
would otherwise give. We need only consider the tax 
which such an establishment involves on the country, and 
then say, whether the introduction of Steam power is not 
*' a consummation devoutly to be wished.^' 

In a political as well as in a military point of view, we 
would also remark, that the facility of moving with great 
rapidity from one station to another, shows how a whole 
nation may be concentrated. Distance may very properly 
be estimated by the time required to traverse it: thus Li- 
verpool may be said to be 4i hours from Manchester, and 
22 hours from London; but since 30 miles an hour has been 
found to be attainable, Manchester would only be 1| hour 
and London 7 hours from Liverpool. From this view of 
the subject, every town in the kingdom would be brought 
nearer to each other, and the whole civil or military force 
of England might be concentrated in any given point within 
the period of a few hours. The last, though not by any 
means the least important consideration, is the saving in 

^ The method now adopted for cultivating Chat Mom> by means of 
Railways, exemplifies this position most strikingly. 
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time. It may be inferred that time spent by men of busi- 
ness in travelling from one place to another (except express- 
ly for pleasure/) is lost, because it is turned to no profitable 
account; thus a person who makes two journeys from Li- 
verpool to Manchester, and back in a week, spends on the 
road 18 hours, which might be accomplished in five hours, 
ejBfigcting a saving of 13 hours per week, which is no 
less than five years of his life. When these advantages 
are properly estimated, it will not appear surprising that 
these trials should have produced so general an interest. 
I The day fixed for the competition was the first of Octo- 
ber, but, to allow the Engines sufficient time to get into 
good working order, the directors extended it to the 6th. 
The following conditions were issued from the Board pre* 
viously to the day of running: — 

Railway Office^ Liverpool^ 9,5th Aprils 1829. 

** STIPULATIONS AND CONDITIONS 

** On which the Directors of the Liverpool and Manchester Bail- 
way offer a Premium of £500 for the most improved Loco- 
motive JEngtne. 

<( 1. The said Engine must effectually consume its own smoke, 
according to the provisions of the Railway Act, 7th Geo, 4. 

«*2. The Engine, if it weighs six ton^, must be capable of 
drawing after it, day by day, on a well-con3tructed Jlailway, on 
a level plane, a train of Carriages of the gross weight of twenty 
tons, including the Tender and Water Tank, at the rate of ten 
miles per hour, with a pressure of steam in the boiler not ex- 
ceeding 50 lbs. on the square inch. 

<«3d. There must be two safety valves, one of which must be 
completely out of the reach or control of the Engine-man, and 
neither of whiph must be fastened down while the Engine is 
working, 

<< 4th. The Engine and Boiler must be supported on springs . 
and rest on six wheels^ and the height, from the ground to the 
top of the chimney, must not exceed fifteen feet. 

<* 5th. The weight of the Machine, with its complement of 
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wat^r in the boiler, roust, at most, not exceed six tons^ and a 
Machine of less weight will be preferred if it draw after it a 
proportionate weighty and if the weight of the Engine, &c. do 
not exceed five tons, then the gross weight to be drawn need 
not exceed fifteen tons, and in that proportion for Machines- of 
still smaller weight, provided that the Engine, &c. shall still be 
on six wheels, unless the weight (as above) be reduced to four 
tons and a half Or under, in which case the Boiler, &c. may be 
placed on four wheels. And the Company shall be at liberty to 
put the Boiler, Fire Tube, Cylinders, &c. to the test of a pres- 
sure of water, not exceeding 150 lbs. per squai-e inch, without 
being answerable for any damage the Machine may receive in 
consequence. 

*^ 6th. There must be a mercurial gauge affixed to the ma- 
chine, with index rod, showing the steam pressure above 45 
pounds per square inch, and constructed to blow out at a pres- 
sure of 60 pounds per inch. 

^* 7th. The Engine to be delivered complete for trial at the 
Liverpool end of the Railway, not later than the 1st of October 
next 

" 8th. The price of the Engine which may be accepted not 
to exceed ^550, delivered on the Railway, and any Engine not 
approved to be taken back by the owner." 

"N. B. The Railway Company will provide the Engine 
Tender with a supply of water and fuel for the experiment. 
The distance within the rails is four feet eight inches and a 
half." 

The gentlemen appointed to be judges on this occasion 
were Mr. Woqd, of Newcastle-upon-Tyne; Mr. Rastrick, 
of Stourbridge; and Mr. Kennedy, of Manchester. 

The number of Engines entered for the prize was five, 

viz.: — 

Owners, Names of Engines, Weight, 

Mr. R. Stephenson .... " The Rocket" 4 tons 5 cwt 

Messrs. Braithwalte and Mpsson "The Novelty" 3 „ 1 „ 

Mr. Hackworth « The Sans Pareil" 4 ,,15^,, 

Mr. Brandreth's (Horse Machine) " The Cycloped" 3 ,, Q „ 

Afr.Burstall . . ^ . . . . ** The P«pscvcrance" 2 „ 17 „ 
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' Oil the morning of the 6th the ground at Ralnhill ex- 
hibited a very liyely appearance; several thousand persons 
were collected from all parts of the country, amongst whom 
were several of the first Engineers of the day. A commo- 
dious tent had been erected for the accommodation of the 
ladieS; which was graced by the beauty and fashion of the 
surrounding neighbourhood; the sides of the race-ground 
were lined with carriages of all descriptions; — in short, the 
tout ensemble exhibited as much bustle and excitement as if 
the great St. Leger had been about to be contested. 

The JRocket of Mr. Stephenson was first called out. This 
Engine was placed on four wheels. The boiler is cylin- 
drical, having 25 tubes passing directly through it, for the 
purpose of conyeying the heated air from the fire which is 
contained in the " fire-box" attached to one end of the boil- 
er. The cylinders are fixed on the sides of the boiler, and 
work diagonally to the outside of the two fore-wheels of the 
Engine. These wheels are 4 feet 8 inches in diameter; those 
on which the "fire-box" rests are only two feet six inches. 

This "^plan of passing tubes through the boiler was sug- 
gested by Mr. Henry Booth, the Treasurer to the Railway 
Company, whose object was to expose the greatest surface 
to the action of the heated air with the last area of tube: by 
this means the heat is rapidly transmitted into the water, 
and prevents that escape into the chimney to which large 
pipes are more or less subjected. 

The weight of the Socket being 4i tons, the load, ac- 
cording to the conditions already cited, was 12| tons, 
making the total mass in motion 17 tons. The distance 
run at full speed was 12 miles, which was accomplished in 
53' 20", being at th6 rate of 13i miles an hour. 

This being only a preparatory trial, no account was kept 
of the consumption of fuel, or of the other circumstances 
requiring consideration. 

The Novelty of Messrs. Braithwaite and Ericsson was 
next exhibited. This Engine is so far novel as to carry the 

14 



"♦"^^^^ 



106 

requisite quantity of water and fuel on the same carriage 
with the Engine. It consists of an upright boiler t>r steam 
reservoir, at the bottom of which is th« fire-place, surround- 
ed with water; the fuel is conveyed down a small tube 
which passes through this boiler, and combustion id sup- 
ported by means of a blast worked by the Engine. From 
the bottom of this boiler another, of a cylindrical shape, 
passes horizontally above the main axles of the carriage^ 
and a pipe, twice returned, passes through it for conveying 
the heated air from the furnace. The cylinders are placed 
perpendicularly with cross heads, working to two bell- 
eranks, which are connected by rods to the main axle of 
the carriage. 

The appearance of the Novelty is very much in its fa- 
vour: the machinery is ingeniously contrived to work out 
of sight, and the whole forms as compact a machine as can 
well be imagined. 

The day being far advanced, and some dispute having 
arisen as to the method of assigning the proper load for the 
Novelty f no particular experiment was made, farther than 
that the Engine traversed the course by way of exhibition, 
occasionally moving at the rate of 34 miles an hour. 

The Sans Pareil of Mr. Hackworth was also exhibited, 
'This Engine differs very little in its construction from 
those used on the Darlington Railway. The fire is con- 
tained in a tube which is continued along the inside of the 
boiler, and is returned back to the same end at which it en- 
tered. The cylinders, as in the Novelty, are placed perpen- 
dicularly, and the pistons work from beneath to the con- 
necting rods which are attached to the outside of the two 
fore-wheels of the carriage. No particular experiment was 
made with the Sans Pareil on this day. 

October 1th. — In consequence of the dispute above al- 
luded to, the judges thought proper to draw up a new list 
^ of conditions, which was printed and circulatefd on the 
ground. The following is a copy:— 
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*^ The weight of the Locomotive Engine, with its full com- 
plement of water in the boiler, shall be ascertained at the 
Weighing Machine, by eight o'clock in. the morning, and the 
load assigned ta it shall be three times the weight thereof. 
The wate^ in the boiler shall be cold, and there shall be no fuel 
in the fire-place. As much fuel shall be weighed, and as much 
water shall be measured and delivered into- the Tender Car- 
riage,^ as the owner of the Engine may consider sufficient for the 
supply of the Engine for a journey of thirty-five miles. The 
fire in the boiler shall then be lighted, and the quantity of fuel 
consumed for getting up the steam shall be determined, and 
the time noted. 

" The Tender Carriage, with the fuel and water, shall be 
considered to be and taken'^s part of the load assigned to 
the Engine. 

" Those Engines which carry their own fuel and water, shall 
be allowed a proportionate deduction for their load, according 
to the weight of the Engine. 

^^ The Engine, with the carriages attached to it, shall be run 
by hand up to the Starting Post, and as soon as the steam is 
got up to fifty pounds per square inch, the Engine shall set out 
upon its journey. 

"The distance the Engine shall perform each trip shall be 
one mile and three quarters each way, including one-eightii of 
a mile at each end for getting up the speed and for stopping 
the train; by this me^s the Engine, with its load, will travel 
one and a-half mile each way at full speed. 

"The Engines shall make ten trips, which will be equal to 
a journey of 55 miles, thirty miles whereof shall be performed 
at foil speed, and the average rate of travelling shall not be less 
than ten miles per hour. 

"As soon as the Engine has performed this task (which will 
be equal to the travelling from Liverpool to Manchester,) there 
shall be a fresh supply of fuel and water delivered to her; and, 
as soon as she can be got ready to set out again, she shall go 
up to the Starting Post, and make ten trips more, which will be 
equal to the journey from Manchester back again to Liverpool. 

"The time of performing ev6ry trip shall be accurately 
noted, as well as the time occupied in getting ready to set out 
on the second journey. 
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Befo|*e the Jjodg^s arrived on the ground the Novelty had 
been got ready for the purpose of trying the load which 
the Judges bad assigned to it yesterday, and, before the se- 
cond trip was accomplished, the bellows for creating the 
blast gave way, and rendered the Engine incapable of go- 
ing through its performance on this day. 

A defect having been discovered in the boiler of the Sans 
JP(irezl, the judges allowed Mr. Hackworth some farther 
time to get it repaired. 

To lessen the disappointment which these accidents oc- 
casioned to the numerous assemblage of anxious spectators, 
the Rocket was brought out, and a coach, capable of con- 
taining thirty persons, attached to it, which was moved at 
the ratetof 24 to 30 miles an hour, to the great gratification 
of the several parties who had thronged during the day to 
enjoy so extraordinary a ride. 

This evening the Judges ordered the Socket to be in 
readiness at eight o'clock on the following morning, to go 
through its definitive trial according to the new conditions. 

October Sth. — ^The Socket f after having got a suflScient 
supply of water in the boiler, was weighed on the Machine, 
and found to be 4 tons 5 cwt. The load, therefore, was — 

Tans. Cwt Qrs, Lbs. 

Engine - - - -- - -4 50 

Tender, &c. - - - - - -<» 3 4 2 

Two Carriages loaded with Stones - - 9 10 3 26 

Whole mass in motion - - 17 
The time occupied in getting up the steam to 50 lbs. on 
the square inch was 57 minutes, and the fuel weighed out 
for the purpose was 142 lbs. of coke; but, si^ce the <^ fire- 
box^' was full of ignited coke when the steam was up, we 
cannot say how much was actually consumed in the pro- 
cess; neither do we consider this of much importance, be- 
cause the quantity of steam generated will always be in 
proportion to the quantity of fuel consumed, and in insti- 
tuting an inquiry into the comparative merits of Engines, 
a superiority in principle will show itself more readily 



109 



when fully at work than in the mere operatidn of getting 
up the steam. 

The length of the course was li mile, exclusive of one- 
eighth of a mile, at each end for stopping and getting up 
the speed of the Engine, train, &c. as shown by the follow- 
ing diagram: 



West 



No. 1. No. 2. 

f ^ mile. t 1^ mile at full speed f j mile f . 



Level; 



East 



The number of trips for the first experiment was ten, 
making the distance travelled at full speed 30 miles, and 
the total distance 35 milesr 

The following Table will show the time occupied in pass- 
ing along the stage in each direction, and also the time lost 
in stopping and getting up the speed of the train at each 

end: 

EXPERIMENT FIRST. 
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This part of the " ordeal" beihg completed, the Engine 
ran down to the watering station and took a fresh supply 
of water; it then ran back to the starting post, and after 
having taken in some more fuel, it prepared for the second 
journey. 

The time occupied was 14' 34". 
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EXPERIMENT SECOND. 
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In the former of these experiments 30 miles were tra- 
velled in 2^ 14' 8", which is at the rate of 13^ miles per 
hour, and the time occupied at both ends of the stage, in 
stopping and getting up the speed of the train, was 57' 40'', 
during which time the Engine travelled 5 miles. 

In the latter experiment 30 miles were travelled in 2"* 
6' 49", which is at the rate of 14^ miles per hour, and the 
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stoppages at the ends amounted to 50' 20"^ during which 
time the Engine travelled 5 miles. 

The quantity of fuel consumed in 70 miles was 1085 lbs. 
of coke, which, by taking the whole mass moved viz. 17 
tons conveyed over 70 miles, or 1190 tons over one mile, 
gives 0.91 lbs. per ton per mile; or if we deduct the Engine 
and tender, and consider the available load only, it will be 
1.63 lbs. per ton per mile. 

The quantity of water used in 70 miles was 580 imperial 
gallons. 

In referring to the Tables, it will be found that the last 
trip ol3 miles, in each experinient, was madev at the rate 
of 191 miles per hour; and the last eastward trip of li mile 
was poyrformed in 3' 44", which is upwards of 24 miles per^ 
houf^. This fact shows that the Engine was working quite 
within its power, having in both'experiments a'reserveof 
steam for the last journey. 

These experiments show that thwe is more friction in 
propelling the train than in drawing it,, for it will be seen 
in the Table^ that the time occupied in traversing the west- 
ward trip was almost invariably longer than in the contrary 
direction; and the wagons were propelled before the En- 
gine in going' westward, and drawn behind it in going 
eastward. If, in the last experiment, we take the time 
for the eastward trips only, we shall have 57 • 12" in run- 
ning 15 miles, which is at the rate of 15J miles per hour: 
and since in practice the train may always be drawn after 
the Engine, the average rate of speed may be taken at 151 
miles per hour. 

Neither the Novelty nor the Sans Par eil being ready to 
enter upon their trials, the Judges deferred the farther pro- 
secution of the experiments until the 12th, so as to give the 
owners of these Engines an opportunity of getting every 
thing ready. Subsequently, however, to this arrangement, 



A^ifl^^'l iTTHTT - 1^.«ii -■ -"^"ll -^ -^-^^ ISr - • I r ifi llll»^fc^tfgifc. 



H2 

Messrs. Braithwaite and Ericsson requested that their 
Engine might be tried on Saturday the 10th, which the 
Judges very readily granted, and an advertisement appear- 
ed^ stating that this Engine was to be tried on that day, 
and that it would perform more work than any Engine on 
the ground. 
The 9th October then became a ^* dies non.'* 

On the 10th October an unusual assemblage collected on 
the course to witness the exhibition of the Novelty ^ and 
this being Saturday, it was fully expected that the trials 
on this day would give some idea as to whom the premi- 
um would ultimately be awarded. . 

» The Novelty was weighed^ and after deducting the weight 
of the water and tank, was found to be 3 tons 1 cwt. As 
this Engine was constructed to carry its own water and 
fuel, the judges had some difficulty in assigning its proper 
load; however, after much discussion, they resolved on the 
following method:— 

That since , the Rocket weighed 85 cwt and carried 
191 cwt of useful weight, then the Novelty y weighing 61 
cwt should by a rule of three question, take 137 cwt of 
useful weight, leaving each of the Engines to carry their 
fuel and Water in their own particular way. 

The weight of the whole train then was as follows: — 

IRn^e, water tank, water, and fuel 
Two Carriages loaded with stones 

Whole mass in motion • - 10 14 14 

The time occupied in getting up the steam to 50 lbs. on 
the square inch was 54' 40", and the quantity of fuel weigh- 
ed out for the purpose was 66 lbs. of coke and fire wood; 
but for reasons before given, it was not ascertained how 
much remained in the furnace after the steam was up. 

At eleven o'clock the Novelty commenced and passed 



Tons, Cwt. 


Qrs. Lba. 


3 17 


14 


6 17 
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the first post in good style, but in returning the pipe from, 
the forcing pump burst, and put an end to the trial. The 
average, rate of speed when in motion was upwards of 15 
miles an hour, but since the distance was so 'short, it was 
impossible to forih a correct estimate either of the powers 
of the Engine or of the consumption of fuel. 

The pipe, however, was in the course of liie day repaired, 
and the Engine made several trips with a coach (in which 
were many scientific gentlemen) at the rate of 24 to 28 miles 
per hour. 

It was then agreed that the Sans Pareil should perform 
its task on Tuesday the 13th, and that the Novelty should . 
be allowed another trial on Wednesday the 14tb, these per* 
formances to conclude the contest 

TUESDAY, OCTOBER, 13» 

The Sans Pareil having been at work during the night, 
the water in the boiler was still hot, and consequently no 
notice was taken either of the time or the quantity of fuel 
required to raise the steam to 50 lbs. on the square inch. 
This part of the inquiry being of so little consequence, the 
Judges did not think it necessary to at|:end to it, particu- 
larly since much would have been lost in ascertaining it- 

The Engine, with its complement of water in the boilerj^ 
was then placed on the weighing machine, and found to be 
4 tons 15i cwt One of the conditions issued by the Di- 
rectors was, '^ that if any Engine be more than 4i tons 
weight, it must be placed on six wheelif'^ and, since the 
Sans Pdriel was not on six wheels, the Judges considered 
that it was not entitled to compete for the premium. 

Mr. Hackworth contended that his Engine was not above 
weight, and that the weighing machine was not correct; 
however, it was at length thought advisable to let the En- 
gine run on the same footing with the others, and see whe- 
iher its merits entitled it to a more favourable considera- 
tion. 

15 
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Hie iv:6ight of the whole, train was as follows: — 

Tons. CwL Qra, Lbs. 

Engine - -.. . -4 15 2 

Tender, water, and fuel - ,-- 36 3 

Three wagons loaded with stones ' - •> 10^ 19 3 



Whole mass in motioi^ 



19 2 



The inannelr of peiforming this experiment was precise- 
ly similar to that with the Rocket. 
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In returning westward in the eighth trip the cold water 
pump got wrong, and from want of a supply of water in 
the boiler the leaden plug w^s melted, aiid liie water and 
steam rushed into the chimney, and put an end to the ex- 
periment. 

From the time of starting to the time of arriving at the 
ipOBt No. 2 in tile eighth trip a distance of 221 miles was ran 
in 1* 87' 16", which is at the rate of 131 miles per hour, and 
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the time occupied in stoppages was S9! 55'\ dvktmg wWch 
time the Engine and train travelled pi miles. The whole 
distance then is 26 1 mil^s, but since the Engine had got a 
considerable way in returning the eighth trip, the whole dis* 
tance run to the time of stopping was 271 miles. The con- 
sumption of coke was 1.269 lbs. in carrying 19^ over the > 
spac^ of 27ii miles, or 52H tons over 1 mile, and which gives 
2^ lbs. per ton per mile for the whole mass moved, or by de- 
ducting the weight of the Engine and tender gives 4| Ibs^ of 
coke per ton per mile nearly. 

The quantity of watdr used in 27i miles was 274 imperial 
gallon?. 

Before the JSn^ne could be got ready again, it became too 
late to continue the experiments. 

October 11 th. — ^This being the day on which the pre- 
mium was to be woO) there was an unusual ^semblage of 
visiters. 

The Noveltg was again broii^t out» and the iisual preli- 
minaries being gone through, it made a trip by )vay of rehear 
sal, to see if all its working p^irts were in good order. This 
being ascertained, the Engine was brought up to the starting- 
post^ aiid the same load being attached to it as on the 10th, it 
started on its journey. 

The first trip of 3 miles was perfonned ia 16' 43", which 
is at the rate of 10| miles an hour. In the second trip the 
pipe which conveys the heated air from the furnace through 
the horizontal toiler collapsed, and the steam^ forcing its way 
into the fireplace, was evolved from the bottom of tiie furnace 
into the atmpsphere. This failure Was at the time attributed 
to the yielding of a ^^ green jpint,^ and was considered as such 
by the Judges ; but having seeo the pipe when it was takea 
out, we feel convinced that its failure alone was sufficient to 
account for the accident, without the addition of any joint 
giving way. 

The Novelty Was then \vitbdrawn, and Mr. Hackworth 



»L^.a 



116 

requested Uiat be might be allowed another trial The Jadgei^ 
•refused^ on the ground that his Engine was not only above 
weight, but th^kt it was on such a construction as thej could 
not recommend to the Directors of the Company, 

The Perseverance of Mr. BurstaH, which had met with an 
accident on its way to, the course, had been got ready and 
brought out this day, but- not being able to move at more 
than 5 pr 6 miles per hour, Mr. Burstall declared that he had 
no intention of competing for the premium. 

We believe also that Mr. Brandreth withdrew the Cy- 
cloped. 

The cpurse was thus left clear for the Rocket^ which, after 
having gone through the "ordeal," and fulfilled every stipu- 
lated condition, was pronounced by all to be fully entitled to 
the prize ; and to show that it had been working quite with- 
in its powers; Mr. Stephenson ordered it to be brought on 
the ground and detached from all incumbrance, and in making 
' two trips it moved at the astonishing rate ^f 35 niiles an 
hour. 

•Riese experiments have accomplished one very material 
object, and that is, getting rid of the ^moke. Every Engine 
was constructed for using coke, and every one present must 
agree that in this respect they all fulfilled the conditions 
imposed, for there was not one particle* of smoke to be per- 
ceived. 

In considering the high velocities which each Engine at- 
tained with its load, we feel convinced that the loads assigned 
were too small. The conditions stipulated that each Engine 
should take three times its own weight at the rate of 10 miles 
an hour ; but we find them ipaoving from 14 to 19f miles, and 
in one instance at 24 miles an hour^ with this load ; and the 
subsequent trials with the Rocket^ given in our " Observa 
tions, &^.^' page 73,. have shown that even with a load of 
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nearly aght times ihe weight of lh6 Engines, a speed of 13 
miles an hour was maintained. We name this, because when 
ihe weight of an Ebgine hecomes one-lbarth of the whole 
train, instead of one-ninth, the consumption of fiiel, when es- 
timated on the goods and wagons only, is very materially in- 
,creased; for instance, in the ** ordeal" which the Socket 
passed through, 1190 tons gross weight were conveyed over 
1 mile with 1085 lbs. of coke, which is equal to 0.91 of a lb. 
pe^. ton per mile, or by estimating the gpods and wagons only 
is 1.63 lb. per ton per mile ; but if a gross load of 37i tons 
had been conveyed over the same distance^ or 2607 tons over 
1 mile, then the consumption of coke would be thus : — If 
1190 tons require 1085 lbs., then 2607 will require 2377 lbs. 
which gives for the gross weight 0.91 of a lb. per ton per 
mile, as above, but considered on the available weight only is 
reduced from 1.63 lb. to 1.13 lb* per ton per mile, which is 
very nearly one-third less* . 

In corroboration of the truth of ihis method of reasoning, 
we will give the results of an investigation made with such a 
load as we consider to be about the average for economical 
purposes. The Engines with which the two following expe- 
riments were made are precbely similar in the principle of 
their construction, and differing only from the Rocket by 
having a grater numl>er of tubes of a less diameter passing 
through the boiler. 

EXPERIMENT FIRST. 

A load of ,344 tons was conveyed over a space of 43i miles, 
which is equal to 1500 tons conveyed over 1 mile, with a 
consumption of Coke amounting to 1422 lbs., which is equal 
to 0.94 of a lb. per ton per mile, and if we add the weight of 
the Engine and Tender (7 tons) it will be equal to 1804 tons 
conveyed over 1 mile^ and the consumption of coke will be 
0.78 of a lb. per ton per mile. 
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The siverage speed v^hen in motion was from 10 to IZ miles 
per hour. 

BXPERIHENT SECOND* 

A load of 28 tons was conveyed over a space of 36i miles, 
^i a load of 32i tons over a space of 6 miles, which is equal 
to 1208 tons conveyed over 1 mile, with a consumption of 
coke amounting to 1008 lbs., which is equal to 0.83 of a lb. 
per ton per mile, or by adding the weight of the Engine and 
Tender, as in the former experiment, will be 0.67 of a lb. per 
ton per mile. 

To these may be added an, experiment which has been 
made with the Novelty^ which, since the competition, has un- 
dergone considerable alteration. An additional cylinder, oe- i 
/pressly for working the bellows, has been appUed, and a more 
effectual communication made between the horizontal boiler 
and the steam reservoir. The pipe which conveys the heated ^ 
air from the furnace has also been lowered, in order to pre- 
vent a recurrence of the accident which proved fatal to it 
during the trials for the premium. All these are decided im- 
provements, and have enabled the Engine to work for a much 
longer time together than it was before capable of doing ; at 
the same time they have added to its weight 

The distances and loads taken were as follows : — 

Thns, Cwt, ^ Qrs, Tons. Cwf, ^s. 

,3 miles ^i^kh 7 -9 2 equals 22 - , 8 2 over one ndle. 

3 ditto „ 17^ 6 ^3 ditto 52 .0 1 . ditto. 

28J ditto „ 28. ' 1 ditto 799. 8 2 ditto. 

3J ditto „ 25 ^ ditto 81 5 ditto. 



Total number of tons conveyed over>QM- <> ' - 

onenrile > . 

The consumption of fuel was 588 lbs. of coke, which is 
equal to 0.614 of a lb. per ton per mile — or, by adding the 
weight of the Engine as in the former cases (four tons,} will 
be 0.53 of a lb. per ton. per mile. 
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In comparing these experiments wifb tbose made in Octo- 
ber, we find them much more favourable, both^ia regard to 
the consumption of fuel and in the kads conveyed, Indeed, 
we consider that the performances during the competition 
have hot produced any result that can fairiy be called supe- 
rior to the daily performance of other Engines then ip tise. 

We admit that 4 greater spe^d was attained than had beeti 
contemplated, but the loads attached to each Eng^n^ were too 
f small to show that their application would be attended with' ' 
ao much economy as more recent experiments have demon- 
strated. The Directors, in apportioning the loads, were no 
doubt influenced by the Report of Messrs. Walker and Ras- 
trick, who fixed on 19i tons of goods and wagons as a proper 
load for an Engine .weighing 8 tons ^ and they also stated^ that 
to increase the power of ike 'Engine, that is, to enable it to 
take more than 1^4 tons, at 10 miles an hour, a correspond- 
ing increase to its weight must netessarily take place. The 
whole pf the experiments have given so decided a negative to 
this jstatement, as to require tio farther comment. 

Locomotive JEngines, as well as Railways, may be daid to 
be yet in their infancy, and but partially understood : when 
properly applied we believethey will be found highly advan- 
tageous ; but we fear lest the opinion which bias got too widely 
circulated, that Locomotives will ascend steep inclinations, 
may retard their introduction even where they are best fitted. 
We should be sorry to see their powers abused, for we doubt 
not but, when the Liverpool and. Matichestet Railway shall 
have been opened so as fully to develope the tfses to which 
they may: with safety be applied, ' that their introduction will 
become general throughout ti^e kingdom. 
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CHAPTER I. 

IIJTRODUCTION PARLIAMENTARY PROCEEDINGS. 

The adoption of Railways as a means of inland cotnmu^ 
nication, for the transit of merchandise and passengers^ 
forms an era no less remarkable than the first introduction 
of Canals, and constitutes a change in the long-established 
modes of conveyance no less striking and important The 
Railway, however, is by no means a recent invention: near- 
ly two centuries have elapsed since the first partial intcp- 
duction of Tram-roads, rudely constructed of wood, at a 
trifling outlay of capital, and still sraialler expenditure of 
scientific arrangemeat. The substitution of iron for wood 
was a great improvement; but the form of the. rail continued 
for a long time very objectionable, consisting of flat pieces 
of cast iron laid on the ground, with a side flange rising 
two or three inches to confine the wheel to its proper track. 
The rails thus resting on the ground, were unavoidably co- 
vered with soil or sand; and it was not till the adoption of 
the edge-rail, raised above the ground, that Railways at- 
^ tained those advantages over common roads which they are 
now acknowledged to possess. 

In the last qi^arter of a century Railways have multiplied 
rapidly, especially in the neighbourhood of Newcastle and 
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Sanderland; and a large amount of capital and skill have 
been employed in their construction, and in the erection 
and adaptation of the different kinds, of machinery with . 
which many of them are worked. Still these Railways are 
comparatively of small extent; detached, isolated and pri- 
vate undertakings, and appropriated exclusively to the con- 
veyance of coals ta the riiipping w^ves^on the Tyne and 
Wear. 

The first public Railway, established by Act of Parlia- 
ment for the conveyance of general merchandise and pas- 
sengers, as well as coals, was the Stockton and Darlington. 
This Railway is about twenty-five miles in length, extend- 
ing from the Witton Pari Collieries, in the neighbourhood 
of West Houghton, in the county of Durham, to Stockton* 
upon-Tees, and passing within a few hundred yards of Dar- 
lington, which is situate about midway between the two 
extremities of the line. This Railway consists of a single 
road, with sidings every quarter of a mile, to allow car- 
riages to pass one another. A small quantity of merchan- 
dise, and three or four hundred passengers weekly are con- 
veyed along this line between Darlington and Stockton: but 
here, as in the neighbourhood of Newcastle, Coal is the staple 
commodity, the tolls on this article alone being six or seven 
times the amount derived from the aggregate of all the other 
Murces of revenue. The subscribers to this undertaking 
had originally to encounter a long and strenuous opposition 
on the part of land owners, whose property was affected, 
and of coal proprietors, whose pecuniary interests were in- 
terfered with. The first application to Parliament was un- 
successful; but in 1823 the Act for the present line was 
obtained; and the 27th of September, 1825, has become 
memorable as the day on which the Stockton and Darling- 
ton Railway was opened to the public. 

The project of the Liverpool and Manchester line was first 
discussed as early as 1822. Mr. William James, of Lon- 
don, Engineer, having witnessed the powers of the Loco- 
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motive Engine in the neighbourhood of Newcastle*on-Tyne^ 
conceiTed th^t it might be successfully employed on a: Rail- 
way for commercial purposes, fle brought a letter of in- 
troduction to Mr. SandarSj a gentleman who^ haying had 
piractical experience of the insufficiency of the existing 
modes of conveyance from Liverpool to Manchester, was 
prepared to give all due consideration to any plan which 
proposed a remedy for a tried grievance. Mr. Sandars 
adopted the scheme, and became father to the present un- 
dertaking. A preliminary survey was made of the country 
between the two towns, Mr. Sanders being guarantee for 
the estimated cost. The line of road recommended in this 
survey was not ultimately adopted, but the project, after 
some intermission, went foifward. 

A combination of striking and favourable circumstances 
evidently belonged to a line of communication between the 
towns of Liverpool and Manchester: the one a commercial 
sea port, second in importance only to London; the other 
a large manufacturing town, and the centre and focus of a 
populous maniifacturing district. Looking, indeed, at the 
intimate and necessary connexion between the two places-^ 
foreign produce of every description passing daily from 
Liverpool to Manchester, and manufactured goods finding 
their way from Manchester to be shipped at Liverpool to 
every quarter of the globe; considering this incessant in- 
terchange of commodities^ comprising at that period up- 
wards of 1000 tons per day conveyed between the two 
towns, and this large traffic being rapidly on the increase — 
one should reasonably have expected to find the utmost fa- 
cility of conveyance subsisting between the two towns, or 
at least that no very serious delays or difficulties would be 
found to impede the actual transit of commodities from 
the one place to the other. But how did the fact corres- 
pond with this reasonable expectation, and how far had the 
means of conveyance for goods and merchandise kept pace 
with the mighty commerce of the two towns? 
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Tfae.great canal proprietors, which for nearly a century 
had taken charge of the conveyance of merchandise be* 
tween Liverpool and Manchester, are the Mersey and Ir- 
well Navigation (commonly styled the Old Quay) Compa- 
ny, and the Trustees of the Duke of Bridgewater's Canal. 
The flats or barges, in both cases, have to navigate the Ri- 
ver Mersey from Liverpool to Runcorn, a distance of about 
twenty miles, according to the ordinary track which ves- 
sels are able to pursue, and thence by separate routes, the 
Duke of Bridge water ^s navigation by canal terminating in 
Castle-fleld, Manchester, and that of the Old Quay Compa- 
ny consisting alternately of canals and the Rivers Mersey 
and Irwell, till it reaches the same great depot; the whole 
distance being about fifty miles. The Old Quay Company 
obtained their first Act of Parliament in 1733, and the 
Duke of Bridge water in 1760. We shall take it for grant- 
ed that, at this latter period, the trade of Liverpool had so 
far increased as to render expedient the establishment of a 
second means o£ conveyance, namely, the Bridgewater 
Canal. We have now, therefore, to ascertain whether, 
since the period of 1760, there has been such an increase 
in the trade and commerce of this district, as to render it 
probable that even a third line of communication might 
be desirable and beneficial to the public; and a few leading 
facts in the comparison will be abundantly su£Scient to de- 
termine this point ' 

In 1760, the number of vessels which paid dock duties 
at Liverpool was 2560. 

In 1824, when the Railway Company was formed, it 
was 10,000; the tonnage of the port having more than 
doubled in the ten preceding years, namely, since 1814. 

In 1784, twenty years after the establishment of the se* 
cond canal, an American vessel arrived in Liverpool, 
having on board for part of her cargo eight bags of cottony 
which were seized by the officers of Customs, under the 
conviction that they could not be the growth of America! 
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In 1824, there were imported into Liverpool,^£)»i ttfm«- 
rica, 409,670 bags of cotton. 

In 1760^ the population of Lirerpool was about 26,000. 

In 1824, the population was 135,000. 

The same stupendous increase is to be found in the trade 
and population of Manchester. 

In 1760, the population was about 22,000. 

In 1824, it was 150. 

The first steam-engine used in Manchester was in the year 
1790, thirty years after the %Act was obtained for the second 
canal. 

In 1824, upwards of 200 steam-engines were at work. 

In 1824, there were nearly S0,000 power-looms employed, 
while only ten- years previous there was not one.* 

• Though the present argument required that I should show the g^reat 
increase of trade up to 1824, it may not be amiss briefly to notice the aag« 
mentation of our commerce aince that period. 

In 1824^ year ending 24th of June, the number of vessels 
paying dock dues in the port of Liverpool is stated above, at. . . .10,000 

In 1829, it was 11,383 

In 1824, year ending 31st of December, the cotton unported 
into Liverpool was 447,083 bags. 

In 18^> the importation was 640,998 „ 

In 1824^ the. quantity of goods passing daily between Liverpool and Han* 
Chester was estimated at 1000 tons. It is now (1830) about 1300 tons per day; 
in the proportion of 1000 tons passing from Liverpool to Manchester, and 
300 tons passing from Manchester to Liverpool. 

But the trade which has increased with perhaps the greatest rapidity is 
tiie importation into Liverpool of liv6 stock from Ireland, to be attributed 
munly to the establishment of steam conveyance. The following is an au- 
thentic account of the import into Liverpool, principally from Ireland, for 
30 months; and of tlus large supply no small portion it is calculated will 
seek a conveyance to Manchester and ^ the neighbourhood by the Bail- 
way: — 





LargeCtdtk. 


Calves. 


Sheep. 


PiSi. 


Trom June, 1827, to June, 1828 

„ „ 1828, to „ 1829.... 
„ „ 1829, to Dec. 1829? 

six months, 5 * ' 


33,164 
49,674 

32,816 


3,875 
6,786 

15,846 


133,567 
125,197 

91,589 


107,066 
155,319 

82,561 


Total inSOmonths, endingDec. 1829^ 


lli;,654 


26,507 


350,353 


344,946 
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It may be replied, however, to this Btatement, that ad- 
mitting this vast increase in the population and eommerce 
of the two towns, still, by increasing the number otbosLts, 
with facilities of loading and discharging, ample accommo- 
dation might be afforded to the public* But what a]re the 
facts as they existed in 1824? Mr* Sandars, in a pamphlet 
published in tbad year, . expresses himself as follows: — 
<< Notwithstanding all the aecommodatioot the oanals can 
o&r, the delays are such that the spinners, and dealers are 
frequently obliged to cart cotton on the public hi|^ road, 
a distance of 36 miles, for which they pay four- times the 
price which would be charged by a Rail-road, and they are 
three times as long in (^tti^ it to band. The same ob- 
servation applies to manu&etured goods, which are sent by 
land carriage daily, and for which the rate paid is five 
times that which they would be subject to by the Rail-road* 
This enormous sacrifice is made for two reasons— -some- 
times because conveyance by water cannot be promptly ob- 
tained, but more frequently because speed and certainty 
as to delivery are of the first importance- "•*—?. 17. 

About the same period also, the following Public Pe^ 
daration was signed by upwards of 150 of the most re- 
spectable merchants of Liverpool: — 

** We, the undersigned merchants and brokers resident in 
the port of Liverpool, do hereby declare that we have for 
a long time past experienced great difficulty in obtaining 
vessels to convey goods from this place to -Manchester, 
and that the delay is highly prejudicial to the trading and 
manufacturing interest at large* That we consider the pre- 
sent establishments for the transport of goods quite inade« 
quate, and that a new line of conveyance has become abso- 
lutely necessary to conduct the increasing trade of the coun- 
try with speed, certainty and economy.'* — {Sandars, 
p. 29.) 

Considering it, therefore, as undeniable that an increased 
facility of conveyanee between the two towns was hi|^y 
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desiraUe, it became a que9tion whether a Sailway would 
best combine the essential requisites of safety^ economy 
and despatch. In order the better to be enabled to form 
a judgment on this point, a deputation, consisting of Mr. 
Sandarsy the late Mr. Lister Ellis, Mr. Kennedy, of Man- 
chester, and the writer of this account proceeded to Dar- 
lington, where the Railway was then unfinished, and after- 
wards to the neighbourhood of Newcastle and Sunderland, 
where various^ Railways wei^ in operation, and where both 
r Locomotive and Fixed Engines were employed for the con- 
veyance of coals from the pits to the respective places of 
shipment Thte deputation made their Report to a Com- 
mittee of Gentlemen in Liverpool, of which Jolin Moss, 
Esq. was Chairman, oA the 20th of May, 1824, when it 
was finally determined ijo form a Qompany of Proprietors 
for the establishment of a double Railway between Livar<» 
pool and Manchester. A subscription list was opened and ' 
speedily filled, principally with names connected with the 
towns of Liverpool and Manchester. A permanent Com- 
mittee was afterwards appointed, of which Chas. Lawrence, 
Esq. at that time Mayor of Liverpool, was elected Ghair- 
maa. Mr. >Geo. Stephenson, of Newcastle-on-Tyiie, was 
appointed Engineer, The necessary surveys were under- 
taken^, and every preparation made for soliciting an Act of 
Incorporation in the ensuing Session of Parliament 

On the 29th of October, 1824, the Committee issued 
their Prospectus, which, as the first public announcement 
of the objects of the Company and the nature of the under- 
taking, I insert in this place :^- 



17 



Mi^tf^MiiM^aHttBktti 



130 



"LIVERPOOL AND MANCHESTER RAIL-ROAI) COMPANY. 
coMMrrrEE. 
Cbarles Lawrekcx, Esq. Chairman* Richard Harkisoit, 
LisTXii Ellis, Esq. \ Thomas Hxadlah, 

RoBBBT Glasstonz> Bsq. f Deputy Ajdam Hosesov* 
JoBjf Moss, Iglsq. t Chmrmofu Isaac Hososov, 

Joseph Saitdabs, Esq. J Joseph Hobvbt, 

Robert Beitsok, ' Johk Keb^nedt, 

H. H. BiRLXT, Wellwoob Maxwxli, 

JOSXFH BlRLET, WlLLIAX POTTXR, 

HxBRT Booth, Williax RATHRom, 

Thpkas Shaw Braxbrxth, Wixliax Rotheram, 

Jahxs Cropper, John Rtle, 

JoHw EwART, Thomas Sharps, 

Pxtxb Ewart, John Wiisoir, Esquires. 
William Garkxtt, 

Parliamentary AgerAy Thos. Mouldbw Sherwoob, Esq.— .Erngsneer, Geo. 
S«xfbbksoh, Esq. — SoUdtorSy Messrs. Pritt and Clay.— 5afiAcr«, Messrs. 
Moss, RoexRs and Moss, Liverpool. 

PROSPECTUS. 

^< The Committee of the Liverpool and Manchester Rail-road 
Companj think it right to state, concisely, the grounds upon 
which they rest their claims to public encouragement and sup-^ 
pQrt. 

^* The importance, to a commercial state, of a safe and cheap 
mode of transit, for merchandise, from one part of the country 
to another, will be readily acknowledged. This was the plea, 
upon the first introduction of canals: it was for the public ad- 
vantage; and although the new mode of conveyance Interfered 
with existing and inferior modes, and was opposed to the feel- 
ings and prejudices of landholders, the great principle of the 
public good prevailed, and experience has justified the deci- 
sion. 

" It is upon the same principle that Rail-roads are now pro- . 
posed to be established; as a means of conveyance manifestly 
superior to eti^ting modes: possessing, moreover, this recom- 
mendation in addition to what could have been claimed in fa- 
vour of canals, namely, that the Rail-road scheme holds out to 
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the |>ublic not only a cheaper, but far jnore expeditioui^ convey- 
ance than any jet established. 

^' The Liverpool and Manchester Rail-road is proposed to 
commence near the Prince's Dock, Liverpool, thence to Vaux- 
hall-road, then through Bootle, Walton, Fazakerley, Croxteth, 
Kirby, Knowsley, Eccleston, Windle, Sutton, Haydock, New- 
ton ia Mackerfield, Golbbrn, Lowton, Leigh, Pennington, Ast- 
ley, Irlam, Worsley, Eccles, Pendlebury, Salford, Hume, to 
the neighbourhood of the westerly end of Water street, Man- 
chester: in the whole, a distance of about thirty-three miles. 
By a reference to the plan it will be perceived that the road 
does not approach within about a mile and a half of the resir 
deuce of the Earl of Sefton, and that it traverses the Earl pf 
Derby's property over the barren mosses of Kirby and Knows- 
Icjy passing about two miles distance from the hall. In de- 
ciding upon the proposed route, the Committee have been anx- 
ious, at considerable inconvenience and expense, to select a 
line which may not only be eligible, considered in itself, but 
may be as little objectionable as possible, with reference to in- 
dividual and local interests. 

^^ The ground has been surveyed by eminent Engineers, and 
the estimated expense of a Rail-road, upon the most improved 
construction, including the charge for Locorhotive Engines, to 
be employed on the line, and other contingencies, is «i^400,000, 
—•which sum it is proposed to raise in 4000 shares of iSlOO 
each. 

** The total quantity of merchandise passing between Liver- 
pool and Manchester, is estimated, by the lowest computation, 
at one thousand tons.per day. The bulk of this merchandise is 
transported either by the Duke of Bridgewater's Canal, or the 
"Mersey and Irwell Navigation.'' By both of these convey- 
ances goods must pass up the river Mersey, a distt^ice of 16 or 
18 miles, subject to serious delays from contrary winds, and not 
unfrequently to actual loss or damage from tempestuous wea- 
ther. The average length of passage, by these conveyances, in- 
cluding the customary detention on the wharf, may be taken at 
36 hours, longer or shorter, according to the favourable or un- 
favourable state of the winds and tides. The average charge 
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apim merebiwiise, for tb^ last fourteen jearift) has been tbmkt 
15s. per ton. 

^* By the projected Rail-road^ the transit of merchandise be* 
tween Liverpool and Manthester will be effected in four or five 
biliirS) and the charge to the merchant Will be reduced at least 
one^third. Here then will be accomplished an immi^se pecn- 
niarj saving to the public, over and above what is perhaps still: 
more important, the economy of timi. Nor must we estimate tiie 
value of this saving merely by its nominal amount, whether in 
mon^y or in time: it will afford a stimulus to the productive in-, 
dustry of the country, it will give a new impulse to the powers 
of accumulation, the value and importance of which can be ful- 
ly understood only by those who are aware how seriously com- 
merce may be im|>eded by petty restrictions, and how commer- 
cial enterprise is encouraged and promoted by an adherence to 
principles of fair competition, and free trade. 

<< The Committee are aware that it will not immediately be 
understood by the public, how the Proprietors of a Rail-road, 
requiring an invested capital of d@400,000, can afford to carry ' 
goods at so great a reduction upon the charge of the present 
water companies. But the problem is easily solved. It is not 
that the water companies have not been able to carry goods on 
more reasonable terms, but that, strong in the enjoyment of 
their monopoly^ they have not thought proper to do so. Against 
the most arbitrary exactions the public have hitherto had no 
protection, and against the indefinite continuance or recurrence 
of the evil, they have but one security: it is competition that 
IS wANTEDf and the proof of this assertion may be adduced from 
the fact, that shares in the Old Quay Navigation, of which the 
original cost was £70, have been sold as high as dSi250, each! 

^But it is not altogether on account of the exorbitant 
charges of the water carriers that a Rail-road is desirable. The 
present Canal establishments are inadequate to the great and 
indispensable object to be accomplished, namely, the regular 
and punctual conveyance of goods at all periods uid seasons. 
Iii summer time there is frequently a deficiency of water, 
obliging boats to go only half loaded, and thus occasioning great 
inconvenience and delays while in winter, they are sometimes 
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•locked up wiib frosts for inreeks together, to the manifeftt hfat-' 
derance of business. From these impediments a rail-road would 
be altogether exempt There is still another ground of ofcjec* 
tioQ to the present system of carriage bj Canals, namely, the 
fuiferage, an evil for which theiy is seldom adequate redress, 
and for which the privacy of so circuitous and dilatory a pas** 
sage affords so many facilities. Whereas a conveyance by RaiU 
way, effected in a few hours, and where every delay must be 
accounted for, may be expected ta possess much of the. publici- 
ty and consequent safety of the King's highways^ 

^^In addition to the transport of goods between Liverpool 
and Manchester, an important branch of revenue maybe ex« 
pected to result to the Proprietors of the projected road, from 
the conveyance of Coals from the rich mines in the vicinity of 
St Helens^ an advantage which the* water companies do not pos- 
sess, and which, from its importanqe and extent, may probably 
enable the Proprietors to reduce their rates of carriage still 
lower than now contemplated. These coals at present pass 
along the Sanky Canal and down the Mersey to Liverpool, b. 
distance of about 50 miles. By the Railway, the distance 
will be shortened one-half, and the charge for transit very 
materially reduced. 

^ Amongst the widely diffused benefits to be expected from, 
the proposed RaiUroad must especially be enumerated, no in- 
considerable advancement in the commercial prosperity of Ire- 
land. The latent energies of that counlfry, her capabilities as 
a manufacturing power, will be developed by being brought 
into easy contact and communication with, the manufacturing 
districts of this kingdom: while every article of her agricultu- 
ral industry will experience an increased demand from the 
cheapness and facility, with which it will be introduced into the 
populous counties of Lancaster and York. Whatever shortens 
the time of conveyance practically diminishes the distance, 
and whatever is saved in the cost of carriage is a gain to Ire- 
land. 

^ In the present state of trade and of commercial enterprise, 
despatch is no less essential than economy. Merchandise is 
frequently brought across th,e Atlantic from New York to Li- 
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Terpool in iwentj-one daTSj. while, owing to the yarious csases 
of delay above enumerated, goods have in some instances been 
longeron their passage from Liverpool to Manchester But 
this reproach must not be perpetual. The advancement in 
mechanical science renders ^ unnecessary: the good sense 
of the community makes it impossible. Let it not, however, 
be imagined, that were England to be tardy, other x^ounti'ies 
would pause, in the march of improvement. Application has 
been made, on behalf of the Emperor of Russia, for models of 
the Locomotive Engine: and other of the continental govern- 
ments have been duly apprized of the important schemes for 
the facilitating o( inland traffic, now under discussion by the 
British public. In the United States of America also, they 
are fully alive to the important results to be anticipated from 
the introduction of Rail-roadsj a gentleman from the United 
States having recently arrived in Liverpool, with whom it is 
a principal object to collect the necessary information in order 
to the establishment of a Railway, to connect the great rivers 
Potomac and Ohio. 

'^The immediate and prominent advantages to be anticipated 
from the proposed Rail-road, are increased facilities to the ge- 
neral operations of commerce, arising ^ut of that punctuality 
and despatch which will attend the transit of merchandise be- 
tween Liverpool and Manchester, as well as an immense pe- 
cuniary saving to the trading community. But the inhabitants 
at large of these populous towns, will reap their full share of di- 
rect and immediate benefit. Coals will be. brought to market 
in greater plenty, and at a reduced price; and farming produce, 
of various kinds, will find its way from greater distances, and 
' at more reasonable rates. To the landholders, also, in the vi- 
cinity of the line, the Rail-road offers important advantages in 
extensive markets for their mineral and agricultural produce, 
as well as in a facility, of obtaining lime and manure at a cheap 
rate in return. Moreover, as a cheap and expeditious means 
of conveyance for travellers, the Railway holds out the fair 
prospect of a public accommodation, the magnitude and import- 
ance of which cannot be immediately ascertained. 
f* The Committee do not think it necessary to dwell upon 
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probable and'coQiingent sources of reventte to the Proprietors, 
and of benefit to th^ comrnqnitj: but it is impossible entirely 
to overlook the tendency of increased economy and despatch 
to extend the commercial intercourse, not only upon the imme- 
diate line of road, but diverging in ramifications to the north 
and the south, and especially towards the rich and populous 
town of Bolton; a short branch line being su£Scient to bring 
that extensive manufacturing ^district into rapid and direct^ 
communication with this port. 

" Such is a brief view of the scheme in which the Liverpool 
and Manchester Rail-road Company have embarked, and which, 
while it promises such manifold advantages to the public, the 
Committee feel confident will afford a fair and liberal return 
for the capital invested by the Proprietors. 

^^Charles La wRENOjB, CAmmum. 

^^Liverpoolj 9Qth October, 1824." 

Such, then, was the scheme of the Liverpool and Man- 
chester Railway, requiring, however, the sanction of the 
legislature before it could be carried into effect Parliament 
met early in the ensuing year, and a portion of the Rail- 
way Committee attended in London, in the first week of 
Feb. 1825, to watch the progress of the Bill through the 
House of Commons — an undertaking by no means a sine* 
cure, as those , who have had the good or ill fortune to be 
concerned in carrying' forward (Contested bills will readily 
admit. The Committee anticipated a strenuous opposition, 
and they were not. disappointed. The Proprietors of three 
Canals (the Duke of Bridgewater's, the Mersey and Irwell, 
and the Leeds and Liverpool,) each in itself no despicable 
opponent, forgetting their mutual jealousy and former dis- 
agreements, appeared in formidable array, acting on one 
impulse for the common safety, and prepared at all hazards 
to put down so intolerable an innovation oa established 
modes and vested rights. This was to be expected. But 
the opposition did not end here. Two noble Lords, the 
Earls of Derby and Sefton, a part of whose estates the RaiU 
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way enMMiedy made common cause with the Canals to pre- 
Tent the establishment of a Railway, . On the part of these 
noblemen^ it was contended that the sanctity of their do- 
mains would be invaded, and the privacy of their residences 
destroyed, by thus bringing, into their neighbourhood a 
public highway, with all the varied traffic of coals and mer- 
chandise and passengers, that would be the consequence of 
*8uch a,n establishment * . « 

The question being fairly brought before the Hhuse of 
Commons, the proceedings were briefly as follow: — ^On the 
8th of Feb. 1825, the petition for the Bill was presented to 
the House of Commons, and on the 9th the Committee on 
Standing Orders resolved that the '' orders" had been com- 
plied with. On the 18th of Feb. the Bill was read a first 
time in the House of Commons. On the 2d of March the 
Bill was read a Wcond time, after a debate of about an hour 
and a half, on which occasion Sir John Newport, Mr. 
Huskisson, Mr. W. Peel, Mr. Doherty, Mr. Calcrafl^ 
and Mr. Brougham, spoke in favour of the measure — ^Mr. 
Green, Member for Lancaster, and Mr. George Philips 
against it The second reading was carried without a di- 
vision. In the Committee on the Bill, General Grascoyne was 
requested to act as Chairman, an o£Sise which he kindly un- 
dertook, and which he fulfilled with infinite patience and 
perseverance during a protracted contest of nearly three 
months. On the 21st of March (all preliminary forms 
having been complied with), Mr. Counsellor Adam, on be- 
half of the Railway Company, made his opening speech in 
Committee, and on the following days evidence was heard 
in favour of the Bill, or in Parliamentary language, in proof 
of the preamble— 'the general tenor of the evidence being 
in confirmation of the statements and arguments put Ibrth 
in the Company^s Prospectus. Mr. Adam was supported by 
Mr., Seigeant $pankie, Mr. Joy, and Mr. Wm. Brou^am. 
On the 2d of May, Mr. Spankie summoned up for the Rail- 
way, and on the 3d Mr. Counsellor Harrison led on the hos- 
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tile van, supported by Mr. Alderson, Mr. Parke, Mr. McDo- 
nald, Mr. Earle, and Mr. CuIIen. He did hot deny that greiat 
inconvenience and delays had arisen from the defective sys- 
tem of Water conveyance, nor that occasionally it took as 
long a time to transport merchandise frOm Liverpool to Man- 
chester as it did to bring it from America to Liverpool; nor 
that a direct line of SO miles on a Railway would present a 
speedier conveyance than a circuitous route of near 50 miles 
through Canals and tide-way. But it was contended that the 
Canals and River were capacious enough for all the traffic 
of the port; that, moreover, our levels and Sections were er- 
roneous; that the Locomotive Engine was an unsightly ob* 
ject; and that the formation of the Railway would cost three 
or four times as much as the estimate', nay, Mr. Francis Giles, 
Civil Engineer, was produced to record his opinion that it 
would cost upwards of £200,000 to carry the Railway across 
Chat Moss alone: — ^from all which it followed, that, from con- 
siderations of kindness to the Proprietors of so wild and im- 
practicable a scheme, the Bill ought to be rejected by the le- 
gislature.* 

* I sabjoin an abstract from Mir^ Giles* evidcBce before thb Committee 
ofthe House of Cojiimonsy on the 5th M^y, 1S25, taken from an official 

copy: — 

Q, Be so good as to teli us whether in your judgment a RaU-road of this 
description can be safely made over Chat Moss» without going to the bot- 
tom of the Moss. 

•A. I say cettidnly not. . , 

Q. Will it be necessaary, therefore, in making a Rail-road which is to 
stand, to take out, along the whole line of the road, the who^ of the Moss 
to the bottom? 

•tf. Undoubtedly* 

Q. Will that make it necessaxy to cut down the 33 or 34 feet of which 
you have been speaking? 

4. Yes. 

Q, And afterwards to fill it up with other swl? 

A, To such a height as the. Rail-road is to be carried; other soil nuxed 
with a portion of tiie Moss; 

18 
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On the subject of the levels and sections, tiie opponents of 
the Bill were correct in their animadversions: a considerable 
error had been committed by the Surveyors for the Railway, 
which, when discovered, wais acknowledged in Committee* 
The rectifying of this error was to the advantage of the Rail- 
way Company, inasmuch as the cost of the corrected line 
would have been less than that of the erroneous section. The 
impression on the Committee, however, was unfavourable; 
and some degree of doubt and uncertainty was necessarily 
thrown on the whole of the surveying department 

On the 30th of May, Mr« Harrison concluded the case for 
the exponents of the Bill. 

On the Slst, Mr, Adam replied; after which, the Commit- 
tee divided on the preanible, which was carried by a majori- 
ty q( one; 37 members being in favour of the Bill, and 36 
against it 

Such a result, after a three months^ Parliamentary campaign 
and after 37 working days spent laboriously in Committee, 
was far from encouraging to the promoters of the Bill. All 
the clauses and detail of the Bill had still to be discussed, 
scrutinized, and opposed: and it was hardly to be expected, 
after so protracted an opposition, that Members of Parliament, 
without that strong personal and pecuniary interest, in defence 
of which the Canal Proprietors might be supposed to make 
every effort, would still persevere in what, to many ^t least, 

Q. But suppose they were to work upon this stuffy could they get theff 
eaxiiages to the place. 

4. No carriage can stand on the Moss shnt of the bottom. 

Q, What would they do to make it stand— laying planks, or somethuig 
of that sort? 

Jt, Nothing would support it 

Q. So that, if you could carry a Bail-road on ttus fluid staff— 4f you could 
do it— it would still take a great number of men, and a great sum of mo- 
ney. Could it be done, in your opinion, for £6000? 

Jt. I should say iS200,000 would not get through it 
Q. My Learned Friend wishes to know what it would cost to lay it with 
diamonds? &c. &c. 
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might now be considered a hopeless contest Accordingly, 
on the 1st of June, the first clause of the Bill, empowering 
the Company to make the Railway, was lost, on a division, 
by a majority of 19 to 13. The clause to take land was then 
put to the vote and also lost; whereupon Mr. Adam, on be- 
half of the Railway Company, withdrew the Bill. 

Such was the result of the first attempt in Parliament to 
obtain the sanction of the legislature to the formation of the 
Liverpool and Manchester Railway. Scarcely, however, was 
the fate of the Bill decided for the passing Session before the 
first movement was made, and the first steps taken, for a re- 
newed efibrt in the succeeding year. In the course of Parlia- 
mentary proceedings it haa^ been observed, that where a Bill 
is vehemently opposed, whether with a view to the public 
good or from the impulse of private interests, still the measure 
is seldom carried the first year. The ground is broken ; the 
arguments on both sides are stated, and probably exaggerated ; 
the heat of parties is displayed, and in some measure exhausts 
itself. In another Session the subject is more likely to be 
discussed with calmness and temper ; and if some public be- 
nefit be included in the scheme proposed, the chances of suc- 
cess are much increased in the second year. 

The promoters of the Railway felt confident that their fail- 
ure was not to be attributed to any lack of public opinion in 
favour of the great work in which they had engaged ; and un- 
derstanding that many Members of Parliament were strongly 
impressed with the importance of the measure in question, 
considered as a national undertaking, it was thought desirable 
that a meeting should take place between the Railway Com- 
mittee and such of the Parliamentary supporters of the Bill as 
could conveniently attend, to record some expression of opi- 
nion on the then posture of afl&irs, and especially with refe- 
rence to proceedings in future. Accordingly, the following 
Members of Parliament met the Railway Committee (by invi- 
tation) on the 4th of June, 1825, at the Royal Hotel, St. 
James' street, viz.: — 
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Gnrxiui. GiicoTVX* Hikcus BuxsroBO, ISia. - 

The Lord Viscoust Foabib. Richa&d Habt DirivBy Eso. 

Sia pHiLiF MusoBOTZ. W. H. Tbaht, Ebq.* 

Sib Robxbt Wilsok. Robebt Pbtcb, Esq.. 

RiGST HoK. W. HvsKissoK. , Gbitebal Habt. 

Resbt Hon. W, Bagwsuu Coloitxl Cawtbobhx. 

The Hoir. Gekebal Kiitg. Coloitel Cbosbib. 

The Hoir^ Col. Lowtheb. Awiebmaw Bbidoes. 

Thokas Spbing Rice, Esq.* Robebt Dowitie, Esa* 

W. Y. Pbbi, Esa. N. Sbetd, Esa. 

WiLLIAX'HoUfXS, Eso^ 

General Ca$coyne was called to the chair, and after some 
desultory conversation, 

Mir. Htcsfcisson said, that he perceived nothing connected 
with the discussions on this Bill in the Committee of the House 
of Commons, or in the rejection of the measure, after the pre- 
amble of the Bill was proved, which should deter the sub- 
scribers from renewing their application to Parliament another 
Session* Looking at the immense traffic between Liverpool 
and Manchester — taking into consideration the well-being of 
Ireland, which required the utmost facilities of introducing 
her produce into the great manufacturing districts^— he had no 
hesitation in saying that, in his opinion, some additional and 
improved means of conveyance between Liverpool and Man- 
chester would be highly desirable. It was, therefore, that he 
considered the measure now under discussion of great public 
importaqce; and whatever temporary opposition it might meet 
with, he conceived that ParHament must ultimately give its 
sanction to the undertaking. 

Sir Robert ^i&on expressed a wish that* as regarded the 
opponents of the measure, every discussion and proceeding 
might be carried on in the spirit of conciliation. 

Mr. Spring Rice said, be could state that almost all the 
commercial bodies in Ireland were favourable to the measure; 
and he thought Hon. Members would render a great service 
to that country by supporting the Bill when again brought 
forward. He considered the Railway would be particularly 
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* imgortant in facilitating the intercoarse between Manchester 
and those districts in Ireland which were already engaged in 
certain processes of the cotton manufacture. 

Jlfr.,J5fo/me* read a letter from Lord Lowther, regretting 
his inability to attend ; also a favourable opinion of Mr. 
M^Jidam^ on the facility of carrying roads over bogs and 
mosses; a question which had occasioned much discussion in 
the Committee of the Hou3e. 

After some farther conversation, Mr. Lawrence^ as Chair- 
man of the Railway Deputation, having expressed his convic- 
tion that the subscribers would be disposed to renew their ap- 
plication to Parliament in the next Session, the following re- 
solution^ moved by Mr. Hushisson^ and seconded by Mr. 
W* Peel^ was unanimously adopted : — 

'* That it is the opinion of this meeting, that for the pur- 
pose of ensuring inereased facility, cheapness, and despatch in 
the very extensive intercourse in merchandise and manufac- 
tured goods between the towns of Liverpool and Manchester, 
and also in the general trade between this great manufac- 
turing district and Ireland, it is expedient to provide addition- 
al and improved means of conveyance between Liverpool and 
Manchester." 

The second resolution was proposed by Mr. Spring Rice 
and seconded by Mr*. Bagwell^ 

** That the failure of the Liverpool and Manchester Rail- 
way Bill during the present Session, jn consequence of the re- 
jecting of two enactii^ clauses, after the preamble of the Bill 
had been proved, does not appear to this meetihg an event 
which ought to discourage the subscribers from renewing 
their application the next Session of Parliament, should it ap- 
pear to the subscribers advisable to carry this important mea- 
sure.'-. 

After this resolution was agreed to, the meeting broke up ; 
and thus terminated the proceedings of the Railway Com- 
mittee, in connexion with their application to Parliament in 
the .Session of 18254 . 
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. The inierval was short between tiie labours of this Se^lobr 
ahd the preliminary steps requisite to be taken preparatory 
to the ensuing Parliamentary campaign. The Committee of 
the Railway, on the return of their Deputation from London, 
advertised their intention of adopting ^ measures for a renewed 
application to Parliament the ensuing Session:" and on the Ist 
of July, it was resolved that Mr, John Rennie be requested 
to undertake the office of Engineer to the Company. After 
some correspondence, it was agreed thiat Messrs. Geoi^e and • 
John tlennie should be the ]^ngineers of the Railway ; and Mr. 
George Rennie, pursuant to instructiops, undertook a new 
survey of the country between Liverpool and Manchester, in 
order " to report to 'the Committee the best line for a Raii^ 
way*'* 

On the 12th of August^ the Committee, on the recommen- 
dation of the Engineers, determined. to adopt a new line c^ 
way^ passing considerably to the south of the former route^ 
In furtherance of this resolution, Mr. Charles Vignoles, 6«i be- 
half of Messrs. Rennie, was appointed to prepare the neces- 
sary sections and plans of the projected undertaking. As 
thc^e advanced towards completion^ it became evident tha^ 
the cost of the new line would much exceed the former estimate 
of £400,000. It became a question, therefore, with the Com- 
mittee) in what way to raise such additional sum as might b^ 
requisite* 

In an early stage of the undertaking it was proposed to R. 
H* Bradshaw, Esq. M. P. a? Trustee for the Proprietors of 
the. Duke of Bridgewater% Canal, to become a shareholder in 
the Railway. It appeared reasonable that the Proprietors of 
the Canal Navigations, whose property might be considerably 
affected by the establishment of a new mode of conveyance, 
should have the option of taking part in the projected scheme. 
Mr. Bradshaw, however, declined the proposition. If it be 
inquired why the same ofier was not made to the other great 
Navigation Company (the Mersey and Irwell,) the answer is 
obviouf. The Duke of Bridgewater^s Canal is private, en-! 



148 

tailed, and indisposable property; whereas a Proprietor of the 
Mersey and Irwell Company had the power, any moment, to 
reduce his interest in the water conveyance, and take a share 
in the Railway, if he so thought fit 

Th6 Committee of the Railway, at the present juncture, 
determined to renew the overture which they had formerly 
made, but not through the intervention of Mr. Bradshaw. A 
communication was opened more directly with the Marquis 
of Staffi)rd, the party beneficially interested in the Duke^s 
Canal, through the medium of James Loch, Esq. M. P. his 
Lordship^s confidential adviser. The proposal was niet in 
file spirit in which it was made; and, after the discussion of 
various preliminary points, it was agreed that the Marquis 
fifaould become a subscriber to the hew line of Railway, to the 
extent of 1000 shares. This arrangement being completed, 
the Committee lost no time in issuing their second Prospectus, 
in which the circumstance is made known to the Proprietors 
and to the public. The following is a copy :— 
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"LIVERPOOL AND lilANCHESTER RAILWAY COMPANY. 
NEWLINE. \ 

OOMMITTEE. 

CaJLHug Lawskitce, Esq. Chmrman, Thoxas Hxabliv, £sq. LdvezpcKd. 

Rob]eAt Gladstokx, Esq. "J ^^ Adam Hodosoit, Esq. Ditto. 
John Moss, Esq. i- C^mmLi. ^^^^^ Hodgson, Esq. Ditto. 

JosspA SANSAiig, Esq. J Jossra HoKNBT, Esq. Ditto. 

RoB£&t BxNsoN, Esq. liverpooL John Kbuhbdt, Esq. Mandiester. 

H. Hr B1BLXT5 Esq. Manchester. , Aabon Lbes, Esq. Ditto. 

JosxpH Bi&irET, Esq, Ditto. W. Maxweix, Esq. Liverpool. 

BxNlAMnr Booth, Esq. Ditto. William Pottbb, Esq. Ditto. 

Hbnbt Booth, Esq. liverpool. William Rathbonb, Esq. Ditto. 

Thomas S. B&andreth, Esq. IHtto. William Rothxbham, Esq. Ditto. 

John Ei^abt, Esq. Ditto. John Rtle, Esq. Manchester. 

Pxteb £wabt, Esq. Manchester. ThohIas Shabfe, Esq. Ditto. 

R. H. Gbegg, Esq. Ditto. Joto Wilson, Esq. liverpooL 
B* Habbison, Esq. LiverpooL 

ParUamentary Agent, Thomas M. Sbxrwood, Esq.->-iSrngineenr, Messrs. 
Gxobgx and John BxtrsTR^—^Solidtors^ Messrs. Pbitt and Clat. — BankerB^ 
Heasm. Moss, Rooxbs an^ Moss, LiverpooL 

Capital , jE5ip,000. 



PROSPECTUS. 

>^The Ccfmmitiee of the Liverpool and- Manchester Rail- 
way, before entering upon the labours which a renewed appli- 
cation to Parliament will impose upon them, are desirous to 
advert, to the causes which led to the unsuccessful termination 
of their late efforts; and, at the same time, briefly to explain 
the grouflds*upon which tiiey rest their anticipations of suc- 
cess in the ensuing Session. 

<^A very prominent objection, taken by the opponents of the 
Bill, was founded on the errors in the section and levelt, as 
exhibited before Parliament. These errors the Committee at 
once acknowledged, and regretted; and to avoid all chance of 
similar complaint in future, they have engaged the professional 
services of most eminent Engineers, aided by assistants of un- 
doubted talents and activity, whose combined efforts justify the 
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fullest assurance, not only of the correctness of the plans and 
sections, but that the whole line will be lai4 down and arranged 
with that skill and conformity with the rules of mechanical sci- 
ence, which will equally challenge approbation, Whether consi- 
dered as a national undertaking of great public ulility, or as a 
magnificent specimen of art. 

" A second objection to the measure (which, however, was 
insisted upon out of doors more than in Parliament) was the 
interruption and inconvenience anticipated from the line of 
road crossing various streets in Liverpool and Manchester. 
This difficulty has been completely obviated. In the new line, 
recommended by Messrs. Retinie, the Railway enters Liver- 
pool by means of a tunnel and inclined plane, thus effecting a 
direct and most desirable communication with the King and 
Queen's Docks, without interfering with a single street. It does 
not enter the town of Manchester at all, the line terminating 
near the New Bailey Prison, in the township of Salford. 

<* A third objection to the measure was taken by the Old 
Quay Company, on the ground that the Railway interfered with 
their navigation, by reason of a bridge in the neighbourhood 
of Manchester, over the river Irwell. . The Committee are hap- 
py to state that this difficulty is avoided, inasmuch as the new 
line does not cross the Irwell at all. 

** A fourth manifestation of opposition was on the part of 
the Leeds and Liverpool Canal Company, on the ground that 
the Railway passed under their Canal, in its way to the Prince's 
Dock. However futile such an objection, it is satisfactory to 
be enabled to state, that even this assumed ground of opposi- 
tion is altogether avoided, as the line does not go near the Ca- 
nal in question. 

^* Another and more plausible objection was founded on the 
employment of the Locomotive Engine. It was contended, in 
the first place, that this new and peculiar power was incom- 
petent to perform the task assigned to it; in the second place, 
that it was unsafe; and lastly ^ that in its operation it would 
prove a public nuisance. By the evidence, however, it was 
IHTOved that it was perfectly competent to perform all that was 
proposed to be accomplished; and, before the evidence was 

19 
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elMed« llie Conaiel br the apfMmtnts of the Bill ftdnittod thrt 
it WAS «^e. Upon the third point of objection, the Conmittoo 
are confident such improvement? will be m^de in the oonstme* 
tion and application of this effective machine, at will obviate all 
ol^ecUon on the score of nuisance; and, as a guarantee of their 
good faith towards the public, thej will not require any clause 
empowering them to use it,— or they will submit to sndi re- 
strictions in the employment of it as Parliament may impose, 
for the satisG&ction and ample protection both of proprietors on 
the line of road and of the public at large. 

^* The last, bnt not the least important olyection whidi the 
Railway had to encounter, was on the part of several laiid 
owners on the line* Amongst their opponents, on this groand» 
the Committee regret they were obliged to number the noble 
Earls of Derby and Sefcon, whose estates the Railway crossed 
for a considerable distance, as well as others, whose property 
the line unavoidably intersected. 

, *^ The Committee most fully admit that the opinions and per- 
sonal convenience of proprietors on the line of road are en* 
titled to every consideration, and they have been most anxiousi 
by all practicable means to meet the wishes or to remove the 
objections of every land owner nn the road. They are ha|4>y to 
be able to state, that they can no Longec, in this respect, find an 
opponent in Lord Sefton, as they do not, in the line of road 
they are about to apply for, cross any portion of his Lordship's 
estate* And with reference to the Earl of Derby, they con- 
ceive they are entitled to apply the same observation, inasmuch 
AS the new line crosses only a few detached fields of his Lord- 
ship's property, far removed from the Knowsley domain, and 
the great turnpike road from Liverpool to Manchester inter- 
vening. 

^* With reference to the land owners generally upon the new 
line, the Committee have to state, that they have spared no 
.pains to accommodate the exact route to the wishes of preprie* 
tors whose estates they cross; whether, on the one hand, by re- 
moving the road to a distance from the mansions of proprietors, 
and from those portions of estates more particularly appropri- 
ated to game proservea, or^on the other hand, by introducing it 
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more immedintel; into the vicinitj of di&tricts aboumlvDg with 
coaly whichy by this means, will be brought into a cheap and 
eipeditbuff commumcatimi with die Liverpool axid Manches- 
ter markets. And thej are happy to state, that their eflbrts 
in these respects have been in a great measure successful. In 
an impoirtant national undertaking, where a road has to be car- 
ried through a populous country for thirty miles, it will hardly 
be expected that every proprietor will assent,, or that no indi* 
vidual will conaideF hin>self a^rieved. The Committee have 
used every effort to render the measure not only unobjectlona- 
Uoy but advantageous to every land owner on the line. In. all 
eases they are prepared to give a full value for the land they 
TMj re^uirej^ and^ should there be inrstaaces where unavoidably 
inomveBience ia occasioned, they are most anxious to admili 
tbat peauiliar damage must be met by peculiar compensation* 

*^ In r^g^rd to the existing meana of conveyance, the Com«^ 
mittee are desiroos to state, that they are actuated by no hosn 
tile feding to their interest and peof^perity. They hav« felt that 
the increased and increasing trade of the two great tewui' of 
ManchesleF aad Liverpool, am} the rapidly increasing inter** 
course witk Ireland, demanded additional facilities in the 
melons of transit^ and the professed and sincere desire of the 
Committee has been confined to supply this want. The Com- 
mittee have the satisfaction of being able to state, that, in ac^ , 
cordance with this feeli^, the opposition of the most powerful 
of the existing establishments has beea removed, by the Mar- 
quis of Stafford havings for himself and those of his family who 
are beneficially interested in the profits of the Duke of J^dge^* 
water's Canal, become a subscriber to the Railway to die ex- 
tent of One Thousand Shares. Being satisfied t&Ui the pro- 
ceedings of last Session of Parliament have removed the misap- 
prehensions which existed, both in regard to the nature and the 
manageipent of the Bridge water Canal, they fell it would be 
unfit to continue their opposition to the proposed measure in ita 
improved form. 

** Having thus disposed of the objections and difficulties 
which ttie Committee have had to encounter, they will briefly 
advert to those prominent and unequivocal advantage of tbs 
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fDcasurc upon which thcj rest their claim to the favour of the 
public, and the sanction of Parliament. 

" In their prospectus of last year, the Committee stated * the 
total quantity of merchandise passing bietween Livei*pool and 
Manchester at ofie thousand ions per day.^ This quantity, it 
would seem, is underrated, the whole traffic being admitted, 
on all hands, in Committee of the House of Commons, to be^ 
1200 tons per diem^ which immense aggregate of tonnage is, at 
present, subject to all the delays incidental to the river navi- 
gation. 

" The Committee of the Railway propose to effect the trans- 
sit of merchandise in a few hours, with uniform regularity, and 
at such reduced rates as will secure to the towns of Liverpool 
and Manchester a pecuniary saving, which, whether estimated 
in proportion to the expenditure upon which it is effected or 
with reference to the aggregate amount, has seldom been 
equalled in any scheme of improvement submitted to the public' 

*♦ Neither is the immediate pecuniary saving to the towns of 
Liverpool and Manchester to be estimated with reference 
merely to the cost of conveying merchandise between the re- 
spective towns. The travellir^g between Liverpool and Man- 
chester is upon the most extensive scale; and the economy to be 
effected in this branch of expenditure, though impossible to be 
estimated with accuracy, must be considered as most important, 
and, of itself, no small recommendation of the undertaking. 

** The advantages, however, above enumerated are only a 
part of the beneficial results which this scheme proposes. The 
line of Railway, as now laid down, passes through a rich and 
extensive coal district, in full working, for the supply-* of Li- 
verpool, and requiring only a facility of transport to be brought ' 
into requisition for the supply of Manchester. At a moderate 
computation, Liverpool requires for its local consumption 
nine hundred tons of coal per day, besides what is required 
for foreign commerce, and for the numerous steam-packets 
which sail daily through the season between Liverpool and 
various ports in Ireland, Scotland, and Wales. An aggregate 
consumption of 500,000 tons per annum may be taken as un- 
der the mark. Of this large quantity, a considerable proper- 
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tion is brought to market by land carriage; extensive fields of 
coal in the direct line of the Railway having no other meana 
of access to Liverpool. With reference to Manchester, the. 
ordinary consumption for domestic purposes may be considered 
the same as in Liverpool, and the quantity used in the exten* 
sive factories of that town may be computed as equivalent to 
the demand for the steam vessels, and for the export trade at 
Liverpool: the a^regate consumption, therefore, of the two 
towns may be eatimated, with sufficiei^t accuracy, at onb mil* 
LxoN of tons per annum. 

^ The importance to the community of a moderate price to 
be paid for an article of such extensive and universal consump- 
tion is immediately apparent; and some idea of the benefit to 
be derived from such a facility of transport as may ensure a 
more enlarged and effectual competition may be formed from 
the ciroumsUnce, that in Manchester tiie price of coals was ad- 
vanced Is. 6d^ per ton immediately upon the Railway Bill be- 
ing withdrawn in the last Session of Parliament; while in Li- 
verpool, within the last thirty-five years, the price of the best 
coal has been advanced upwards of- 7s. per ton, that is, nearly 
100 per cent. But, estimating the reduction in the price of 
this article at Qb. per ton, here is a saving of d8100,000 per an- 
num (an amount equal to the whole assessed taxes of the two 
towns) effected upon a single article, not of luxury, and con** 
fined to the higher or mercantile classes of the community, but 
an article of the first necessity, of daily and hourly consump- 
tion, and forming no small item in the expenditure of every 
poor man's family. 

*^ Moreover, it would be to take a very narrow and imperfect 
view of the great question now under discussion, to limit our 
consideration to the immediate accommodation of the mercan- 
tile classes, to the pecuniary saving proposed to the travelling 
community, or even to the still more important saving to the 
consumers of coals, and of every description of goods conveyed 
between Liverpool and Manchester. The question demands a 
wider survey, and the consideration of more distant results. 
We must contemplaite the important effects upon the com- 
merce of the nation, which are to be anticipated, on the one 
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fnmdt from qffhriing, or, on tbe other hand, from dem/tiig futi^ 
litieo to the commereial operations of this great countj. Abore 
all, ve most look to Ireland, the natural granary of the mann" 
&ctoriag diatricta of this cooatry. To die sister kingdom s 
fiM»litj of laterconrse and conveyance between LiTer|HMil and 
the interior of Laacashife and Yorkshire is of paramomit in<* 
portance; in the first place, for the cheap and regnlar ttmsport 
of her agrieultural prodncei and, secondly, for the rapid transit 
of eottoB and weotlen goods in diftrent stagee of their manv- 
factore, which alone seems wanting to foster the growing in- 
dvstry ef Ireland^ to give to her some proportionate advantage 
for her cheap labovr, and thas render her am auxiliary and a 
helpmate to the more stable manvfaclnring estabKshments of 
Ihis eonntry. 

** Bat the suliject does not end here. It becomes a questlott 
of serioos import whether this conntry, which is indebted for so 
much of her wealth, and power, and greatness, to the bold and 
jadieioos application of mechanical science, shall now pause vft 
tbe career of improvenest, while it is notorious that other na«> 
tiotis will adopt the means of aggrandisement which we reject, 
whether England shall relinquish the high vantage ground she 
at present possesses, not more with a reference td the direet 
operations of commerce and manufactures, than, generally, m 
the successfvl appfication of tiie most important principles of 
science and of art 

** The Committee feel that it is unnecessary to dwell at great- 
er length on the question tiiey have thus brought beisre ther 
public. They are about to apply for the sanction ef the legta^ 
tatiire$ and they are determined to relax no eSbrts on their part 
to! luring about the honourable and speedy accomplishment of 
tiM» great work in which they hiav» engaged.^ 

^^CsARLEsLAwUNes, Chtdrmon, 

^^lAnefpooij December ^t 1825.^' 

The time was now arrived when the question was again; 
to be brought under the consideration of the legislature. A 
Deputation from the Railway Committee accordin^y asseoir 
bled in London in ttie first week in February, 1836. 
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On <he ttfi of Febraidy, the PetiH^n for tiie BiU wu 
presented to ttie House of CoaiinoDg by General GaBCoyiie. 

On the dth* 4he compliance with the ctanding ovdevB was 
proved in Committee. 

On the 10th, the Bill was reada jSr^/ timt kxk flie House 
•f ComoKMis. 

On the S0&, it was read a second Hme^ without tfiseos* 

lion. 

On March 6, Mr. Counsellor Adam made his (openii^ speech 

inC^mmitlee^ and on the same side were Mr. 8e9||;eaat Span* 

kie, Mr. Joy, and Mr. W. Brou^a&i. 

After the estimates and other evidence in the Sng^ieeriag 
department had been recorded, the general evidence in favour 
of the Bill, and with reference to the trade and commerce of 
the two towns, occupied two days. 

On the 9th of March, Mr. Spankie summed up, and Mr« 
Counsellor Earle opened his case on behalf of the opponents. 
The injury to be apprehended to certain land owners on the 
line of Railway, and the competency of the Canal Compa* 
nies to carry on the trade between Liveipool and Manches* 
ter^ were the topics principally enforced. 

On the 15th ef March, Mr. Harrison, for the Canals, sum^ 
med up, in a speech of two hours, the burden of which wfis, 
that the Railway, as a conveyance, would be neither cheap 
nor expeditious ; that it would be a grievous injury to tihe 
landowners on the line, and at the same time ruinous to the 
projectors themselves. 

On the 16th of March, Mr. Adam replied; after which the 
room was cleared, and on the division, the Preamble of the 
BiU was voted to he proved^ by a majority of 43 to 18. 

On the 6th of April, the Bill was read a third time m 
the House of Commons. The debate on this occasion was 
spirited; General Gascoyne moved the third reading, se- 
conded by Mr. W. Peel; the Hon. Edwiird Stanley moved 
that the Bill be read that day six months, and was seconded 
by Sir Isaac Coffin. Mr. Huskis^oo and Sir John Newport 
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spoke in favour of the Bill; and Mr. Philips (now Sir Geo. 
Philips) and Capt. I. Bradshaw against it. On the division, 
the numbers were 88 in favour, 41 against — ^majority 47. 

On the 7th of April, the Bill was read a first time in the 
House of Lords. 

On the 10th of April, Lord Dacre moved the second 
reading, when the Earl of Derby declared his intention to 
oppose the Bill in Committee, though he should not object 
to the second reading. 

On the 13th of April, Mr. Adam opened the case for the 
Railway in the Committee of the Lords, thirty-three Peers 
being present, Lord Eenyon having consented to take the 
chair. 

The evidence, on both sides, was similar in efiect to that 
offered to the House of Commons. On the subject of the 
Locomotive Engine, however — a machine which had been 
represented to the House of Commons in so formidable a 
lig^t,— evidence was brought forward by the opponents of 
the Bill; but so poor a case was made, and so httle objection- 
able did the Engine appear to be, even from the testimony 
of the opponents, that the Lords did not think it necessary to 
hear any evidence on the other side, although it was tender- 
ed by the Counsel for the bill. 

On the 20th of April, Mr. Sei^eant Spankie summed up, 
on behalf of the Railway, and Mr. Alderson opened in oppo- 
sition. 

On the 27th of April, Mr. Harrison summed up for the op- 
ponents, and Mr. Adam replied; after which, the Conunittee 
adjourned till the 1st of May. 

On that day the Committee of the Lords re-assembled, 
ihirty-two Peers being present On a division, the preamble 
was declared to be proved, the numbers being 30 in favour 
—2 against 

Amongst the Peers in favour of the Bill were Lord Ken- 
yon, the Earl of Lonsdale, the Bishop of Bath and Wells, the 
Bishop of Chester (now Bishop of London), the Marquis of 
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Salisbury, Earl of Cassillis, Lord Dacre, Earl of Caemar« 
von, &c. &c. 

The Earl of Derby and the Earl of Wilton were Ihe op- 
posing parties. The Bill was then read a third time in the 
Lords, and passed without a division. 

Such is a brief outline of the Parliamentary proceedings on 
the Liverpool and Manchester Railway Bill; a measure which 
called into activity very powerful and conflicting interests. It 
could not, indeed, be expected that wealthy and long-establish- 
ed Companies, exercising their joint monopolies by prescrip- 
tive right and undisputed usage, could contemplate with th(e 
liberality of advocates for free trade the establishment of a 
Company great and powerful as themselves, for the avowed 
purpose of carrying on, by land, that mighty traffic and in- ' 
terchange of commodities between Liverpool and Manchester 
which had been so long and so profitably carried on by water. 
To put down, in limine, a scheme so startling in its character 
and withal so full of unknown consequences, was an object 
worthy of a strenuous and combined eflTort. The attempt 
was accordingly made: no labour was spared, no expedient 
left untried, no expenditure withheld. The greatness of the 
effort, however, on the one side, called forth proportionate 
exertion on the other. The aggregate pecuniary cost entailed 
on the parties concerned in the contest, was not less than 
from sixty to seventy thousand pounds: it has been estimated 
much higher. But the contest is over, and the result will be 
satisfactory to all who contemplate with pleasure the com- 
mercial prosperity of the country, or who take an interest in 
marking those great steps in the progress of mechanical sci- 
ence, the successful study and varied application of which, 
to arts and manufactures, have contributed in no small degree 
to raise this country to its present pre-eminence in wealth, 
power, and civilization. 
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CHAPTER n. 



FORMATION OP TH? RAILWAY AND EXPENDITURE* 

The $rst Geoeral Meeting of Subscribers, under the autho- 
rity of the Actj, was held ia Liverpool on the 29th of May, 
19?6., when twelve Directors were chosen by the Proprietors 
i|i conjunction with three Directors nominated by the Mar- 
quis of StaflFord, to carry into eflfect the formation of the pro- 
jected Railway* The first meeting of Directors was on the 
following day, when Cl^arles Lawrence, Esq* was elected 
Chairman, apd John Moss, Esq. Deputy Chairman; and th^ 
Board immediately took into consideration the choice of a 
Principal Engineer, It was obvious, that in an underta- 
king of s\ich magnitude, a resident Engineer of experience 
and ability was indispensable; and the Directors naturally 
tiimed their attention to Mn Stephenson, of Newcastle, a gen. 
tieman thoroughly acquainted with practical mechanics, an4 
possessing more experience in the construction and work-, 
ipg of Railways thai\ perhaps any other individual. The 
Directors, at the same time, wrote to Messrs. Geo* and Jcha 
R^pie, requestii^ them to undertake the professional super- 
intendence of the undertaking. On the 17th of June, Mr. ' 
6eo« Rennie had an interview with the Directors^ on which 
occasion the subject was discussed; and, in conclusion, Mr. 
Bennie proposed to the Directors to superintend the execur 
tio& (tf Hie work, making six visits per annum, and remain- 
ing on the ground seven or ten days at each visit, but stipu- 
lating, at the same time, that the resident Engineer should 
be of his own appointing. On the 19th of June, the Direc- 
tors took Mr. Rennie's proposition into consideration. They 
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would have be^i glad of the professional assistance of Mh 
Rennie, but it was their duty to take advantage of the best 
practical knowledge Within their reach. The trust reposed 
in them^ and the res|)onsibiiity attaching to its due fulfil* 
xnenty were too weighty to allow of their being much ili- 
fluenoed by ordinary punctilios. Their course was direct 
to the great object they had in view. Mr. Renhie's pro- 
position was respectfully declined, and Mr. George Ste- 
phenson was elei!ted prihcipal Engineer to the Gottipany. 

The first point of actual operation was on Chat Moss, 
Wherfe the draining was comnienced in June, 1826. The 
first shaft of the Liverpool Tunhd Was opened ih Septeiii** 
ber otihb sanie year, but very little progress was Thtd& in 
either t>f these departments of the work during 1836; and 
the earth-work (coipprising the cuttings and emban^ngs 
along the whole line) was not commenced till January,, 
1827. It will not be surprising that some delay should 
take place in the first instance^ before a sufficient quantity 
of wagons, implements, and materials could be constructed 
dr collected, to enable the Engineer to make itmch pro- 
gress in thfe execution of the work. In mechanics, it is 
found that it is not easy to put great weights speedili/ into 
jrapid movement; and a tariety of impediments must gene- 
rally be encountered at the commencement of great under- 
takings. In the case of the Railw^iy, the purchase of land 
was a preliminary step, requiring time and consideration 
to accomplish. Early in 1827, however, the machine was 
fairly in motion; the necessary arrangements were made; 
assistant Engineers were appointed; and operations in va< 
rious parte of the lii^e were in progress. 

One of the ol^ects of the DirectorSj in the summer of 
1826, had beeh to make arrangements to obtain a loan of 
i8100,000 from the Exchequer loan commissioners, appoint- 
ed by the authority of Parliament to aid the completion of 
public works by the loan of money, under proper securi- 
ties for its repayment by instalments, in a series of years. 
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On a correspondence with the Commissioners, it was consi- 
dered necessary to have the authority of a special Act of 
. Parliament for the purpose; and accordingly a General 
Meeting of Proprietors, on the 11th of December, 1826.. 
empowered the Directors of the Railway to apply to Par- 
liament for an act to authorise the loan in question. The 
Act was obtained in the Spring of 1827, and in June of the 
same year dS10Q,000 was received from the Commissioners. 
With the aid of this loan, in addition to the several calls on 
the subscribers, the Directors were enabled to push for- 
ward the work with more than ordinary vigour, and conse^ 
quently to give employment to an increased number of la- 
bourers, which, at the period in question, and under the 
circumstances of the time, was an object of no small im- 
portance. 

riuringthe whole year 1827, the formation of the Tun- 
nel under Liverpool was carried forward with spirit and 
perseverance. Night and day the excavation proceeded, 
and many diflGiculties in the execution of the work had to 
be overcome. In some places the substance excavated was 
a soft blue shale, with abundance of waterf in other places a 
wet sand presented itself, requiring no slight labour and 
contrivance to support till the masonry which was to form 
the roof was erected. In passing under Crown street, 
near the Botanic Garden, for want of suj£cient props the su^ 
perincumbent mass fell in from the surface, being a depth 
of 30 feet of loose moss-*earth and sand.* On some occa- 
sions the miners refused to work, and it not unfrequently 
required the personal superintendence ahd encouragement 
of the Engineer to keep them at their posts. Nor is this 
surprising, considering the nature of the operation: boring 
their way almost in the dark, with the water streaming 
around them, and uncertain whether the props and stays 
would bear the pressure from above till the arch-work 

* This happened whUe the Engineer was absent ifom lirerpooL 
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should be completed. Tho^ who visi%the Tunnel in iU 
present state, illuminated with gas-Iights^^nd traversed by 
horses, carriages, and crowds of passengers, will not easily 
picture to themselves the original dark and dangerous ca- 
vern, with the roof and sides supported by shores, while 
the miners pursued their arduous task by the light of a few 
candles, whose feeble glimmer glancing on the water which 
ran down the sides, or which spread out in a sheet below, 
was barely sufiScient to show the dreariness of the place. 
But while some portions of the Tunnel were excavated un- 
der circumstances of no little difiSculty and danger, and re- 
quiring all the skill and energy of the Engineer to accom- 
plish, other portions were hewn through a fine red sand- 
stone, dean, dry, and substantial, and requiring neither 
props nor artificial arching; the natural rock forming the^ 
roof of the excavation. 

The Tunnel was constructed iii seven or. eight separate 
lengths, communicating with the surface by upright shafts, 
through which the substance excavated was conveyed away. 
The exact joinings of these difierent lengths, so as to form' 
one complete whole, as now exhibited, was, of course, from 
time to time an object of considerable interest, and to the • 
Directors of some anxiety; and the accuracy with which 
this was efiected is highly creditable to the Engineer, and 
to Mr. Lock, the Assistant Engineer forthat department 

Nearly two-thirds of the Tunnel were completed in 1827, 
at an expense of twenty thousand pounds; and. about the 
same money was expended in the curings and embankings 
along the line. The total expenditure of the Company on 
the 31st of December^ 1827, including the cost of obtain- 
ing the Act of Parliament, and other preliminary disburse- 
ments, was 48212.855 19s. 8d. 

Early in the year 1828, it became evident, notwithstand- 
ing this large expenditure, that the progress of the works 
was not advancing with that celerity which was to be de- 
sired. Qn the earth-work, the estimate of which amounted 
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to £ld8>0D0,otilyie2O;0O0 had been expended iit the elofi^ 
ttf 1827. The Directors became fully sensible of the im- 
portance of expediting the whole work. The interest on 
the capital expended^ and the loss of all income till the 
Railway^ or at least a considerable portion of it should be 
tompleted, afforded motive sufficient to induce the Com- 
pany to push forward the operations with still increasing 
speed* 

In the spring of this year (1828) the Directors obtained 
«n Act of Parliament for altering the line of road, im- 
proving the curves, and shortening the distance, by avoid- 
ing several circuitous routes, as laid down in the parliamen- 
tary plan. The improved parts of the road are comprised 
between certain lands in the township of Sutton, neiir Rain- 
hill, and that part of the line situate in Gulcheth, near 
Bury lane. 

On the 9th of June, 1828, it was reported to the Direc- 
tors that the last joining between the several lengths of 
the Tunnel was effected, and at that, time all very serious 
difficulties in the execution of this branch of the under- 
taking were surmounted. In this year principally, was ef- 
fected the piling for the foundations of the piers of the 
great Viaduct over the Sankey valley, a business of much 
labour and cost, but indispensable for the security of the 
superstructure. About two hundred piles, varying from. 
20 to- 30 feet in length, were driven hard into the founda- 
tion site of each of the ten piers. The heavy ram em- 
ployed to impart tha finishing strokes, hoisted up with 
double purchase and snail's pace to the summit of the 
Piling Engine, and then falling down like a thunderbolt on 
the head of the devoted timber, driving it perhaps a single 
half inch into the stratum below, is well calculated to put 
to the test the virtue of patience, while it illustrates the old 
adage of—" slow and sure." The Viaduct comprises nine 
arches of 50 feet span each, stretching across the valley of. 
the Sankey, over which the Railway was to be carried, at a 



height of nearly 70 feet above the level of the l^nkey Ca- 
nal. During the present ye^ (18^8,) was eompleted the . 
Company's bridge over the turnpike road and the old Mill 
Dam at Newton, and the operations pa Chat Moss were 
carried on without intermissipn^ embanking at each endf 
and draining, levelling, &o. on the centre portiona. 

On the 31^^ of Decembevj 1828, the total ei^penditure 
was ;g461.899 19s. ad,> which included the following 
items: — 

On account of Chat Moss £17,503 7 a 

,, Cuttings & Embankings • 84,565 19 a 

,, Tunnel 33,937 14 8 

,, Sankey Viaduct • . • 32,223 6 9f 

„ Land ....... 101,962 9 11 

,,^ Iron Rail?, Chairs, &e* « 63,010 3 10 

Early in the year 1829, the Directors, with the sanction 
of the Proprietors, applied to Parliament and obtained their 
fourth ^cty the purport of which was— first, to improve 
the termination of the line at the Manchester end, by car- 
rying the Railway in a more direct course over the Irwell 
into Manchester, instead of allowing it to terminate near 
the New Bailey, in Salford, as set out in the original plan. 
This alteration was^ a great improvement, as it brought the 
Railway to a station in Water street, in the centre of the^ 
great Carrying Companies^ Establishments; affording, at 
the same time, convenient access to the different parts of 
Manchester,, whether with a view to merchandise laden in 
the Railway wagons, or passengers arriving in the Railway 
coaches. 

Another important object of the Act of the present year 
was to authorise the Company to raise an additional capital 
of j81 27,500 by 5100 £2S shares^ each holder of an ori* 
ginal £100 share being entitled to one M2S share. The 
purpose of this new fund was to enable the Company to 
provide depots, machinery, wagonsi carriages, &c. with all 
appurtenances belonging to a Carrying Department^ for 
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it is to be observed, that the original Railway Act requires 
the Company to be carriers, though it does not provide the 
means of carrying. That the raising of this additional ca- 
pital was deemed expedient by the Proprietors at large, 
may be inferred from the circumstance that only fifteen of 
the new shares (out of 5100) were declined by the parties 
entitled to them, under the Act 

In the spring of 1829, the Directors were still anxious 
for increased despatch in the execution of the work, and 
the Engineer, in consequence, was instructed to order the 
Contractors at the principal cuttings throughout the line, 
to employ two sets of labourers, and to work by night as 
well as day. The operations accordingly proceeded still 
more rapidly than heretofore, though it must be allowed at 
considerably increased expense; and had it not been for an 
extraordinary wet summer and autumn, the earth-work for 
a complete line of communicatipn between Liverpool and 
Manchester might hare been accomplished by the end of 
1829, or the beginning of 1830, and the Railway laid down 
for operations within a few months from that period. As 
it was, very considerable delay was occasioned by the hea- 
vy and long-continued rains, besides no trifling expense to 
the Company, in pumping the water from the deep-cuttings, 
which were too apt to assume the appearance of a Canal 
rather than a Railway. 

The principal structure completed in 1829, was the Com- 
pany's bridge to carry the Liverpool and Warrington turn- 
pike road over the Railway at Rainhill. The line of the 
public road at this place, crosses the Railway in an oblique 
direction, at an angle of 34 degrees, the span of the arch 
being 54 feet, while the breadth of the Railway under the 
bridge is only 30 feet It is called a Skew Bridge, in po- 
pular phraseology, and is a very fine specimen of this kind 
of building, every stone of the arch being shaped with an- 
gles and curve adapted to the position in which it is placed* 
Tlie Winton bridge, over the public road, near Eccles, is a 
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very neat specimen of tha same style of ai*ch, but without 
the massive grandeur of the bridge at Rainhil]. 

In the present year, one road-way was laid along the 
whole extent of Chat Moss, and the Rocket Steam Engine, 
with a carriage and Company, passed over it on the first 
day of 1830. The practicability of carrying the Railway 
over this Moss was seriously questioned in the House of 
Commons, and was honestly doubted by numbers who 
were acquainted with the soft and pulpy state of this huge 
bog — in some places 30 to 35 feet deep — and so fluid, that 
an iron rod would sink through the Moss by its own gra- 
vity. The Railway indeed, for the most part, floats on the 
surface, its compactness and buoyancy in the most fluid 
places being assisted by hurdles of brushwood and heather, 
laid under the wood sleepers which support the rails. The 
portion of the Moss which presented the most diiBSculty in 
its completion was about half a mile on the east border, 
where an embankment of about 20 feet had to be formed 
above the natural level. The weight of this embankment 
resting on a semi-fluid base, pressed down the original sur- 
face: many thousand cubic yards gradually and silently dis- 
appeared, before the line of road made any approach to the 
proposed level. By degrees, however, the whole mass be- 
neath and on each side of this embankment became conso- 
lidated by the superincumbent and lateral pressure, and n 
little perseverance finally completed the work. 

In September, 1829> was commenced the Company's 
bridge over the Irwell, in the improved line of road autho- 
rised by the Act of that year. This was the last great 
structure on the line of Railway from Liverpool to Man- 
chester. ^ 

In the appendix will be found a general abstract of the 
total expenditure of the Railway, showing the cost of the 
different branches of the undertaking* This document 
may not be without interest to those who shall hereafter 
embark in similar adventures; though it will be evident 
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tbii no very exact rule of comparifon can be laid dowo^ 
whereby to estimate the cost of different Railways; for not 
only have the wages of labour and the expense of materials 
to be taken into the account, but especially, the time and 
circumstances under which the work has to be accomplished 
—whether, notwithstandin'g unfavourable seasons, conside- 
derations of the, earlier opening of the road, and more 
speedy acquisition of a profitable Income, may still justify 
the prosecution of the work with unabated vigour — by 
night as well as by day — even at the increased expense 
which will thereby unavoidably be incurrred* The Liver- 
pool and Manchester Railway is a magnificent work; but 
it will be useful to keep in mind that such works cannot be 
executed except at an expenditure of no ordinary magni- 
tude. ThiB Railway will cost above je800,000, including 
the charge for stations and depots at each end, and machi- 
nery, engines, wagons, &c. for a carrying department 
The immense tra£Be between Liverpool and Manchester 
amply justifies this outlay. But with reference to any si- 
milar scheme, in extension of the Railway system, it is de* 
sirable the projectors should impartially calculate the cost 
of the work, a9 well as the income it may be expected to 
produce; and especially that they should make an ample al- 
lowance beyond the first estimate of the expenditure, be- 
fore they embark in the undertaking. 
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CHAPTER m. 

DESCRIPTION OP THE RAILWAY — ^EXCURSION PROM LIVERPOOL 
TO MANCHESTER. 

There is so little in scenery that is interesting on the tam^ 
pike road from Liverpool to Manchester, that a formal de- 
scription of the way between the two towns maj appear to 
be rather an unpromisiiig undertaking. The tra^veller along 
the Railway, however, will speedily admit that there is little 
similitude between the two routes; the whole character^ 
.structure, and appearance of the Railway being altogether 
different from the general aspect of the turnpike road. In- 
stead of a uniform, flat, and uninteresting country, the line of 
Railway is diversified continually by hill and dale, offered to 
the contemplation of the traveller in a sort of inverse present- 
ment; the passenger by this new line of route having to tra- 
verse the deepest recesses, where the natural surface of the 
ground is the highest^ and being mounted on the loftiest 
ridges and hi^est embankme;nts, riding above the tops of the 
trees, and overlooking the surrounding country, where the na- 
tural surface of the ground is the hwest^ — ^this peculiarity 
and this variety being occasioned by that essential requisite 
in a well constructed Railway — a level line — ^imposing the ne- 
cessity of cutting through the high lands and embanking acrosa 
the low ; thus, in effect, presenting to the traveller all the va- 
riety of mountain and ravine in pleasing succession, whilst in 
reality he is moving almost on a level plane, and while the 
natural face of the country scarcely exhibits even those slight 
undulations which are necessary to relieve it from tameness 
and insipidity. 

To accomplish a complete survey of the Railway^ wc 
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should commence our journey of observation at the Liverpool 
end, in the Company's yard, in Wapping. Here the lower 
entrance of the great Tunnel is accessible through an open 
cutting, 52 feet deep and 46 feet wide, being space for four 
lines of Railway, with pillars between the lines to support the 
beams and flooring of thci Company's warehouses, which are 
thrown across this excavation, and under which the wagons 
pass to be loaded or dischai^ed through hatchways or trap 
doors communicating with the stores above; wagons loaded 
with coal or lime passing underneath the warehouses to the 
open wharves at the Wapping end of the station. 

Proceeding along the Tunnel, the line of Railway curves 
to the right, or south-east, till it reaches the bottom of the 
inclined plane, which is a perfectly straight line, 1980 yards 
in length, with a uniform rise of three-quarters of an inch to 
a yard/ The Railway from Wapping to the commencement 
of the inclined pkn^ is level; the whole rise, therefore, from 
Wapping to the Tunnel mouth, at Edge-hill, is 123 feet. The 
Tunnel is 22 feet wide and 16 feet high, the sides being per- 
pendicular for five feet in height, surmounted by a semicircu- 
lar arch of 11 feet radius rthe total length is 2250 yards. It 
is cut through various strata of red rock, blue shale and day, 
but principally through rock of every degree of hardness, from 
the softest sand-stone to the most compact free-stone, which 
the axe or the chisel will with difficulty penetrate. It fre- 
quently was found necessary, in ibe progress of the work, to 
make an artificial vault of masonry, which has been effected 
by brick arch- work in those places where the natural rock 
could not be trusted to support the superincumbent mass. 
The height from the roof of the Tunnel upwards to the open 
surface of the ground, varies from 5 feet to 70, the gresttest 
mass of superstratum being in the vicinity of Hope street and 
Crabtree lane. The whole length of this vast cavern is now 
furnished with gas-lights, and the sides and roof are white- 
washed^ to give better effect to the illumination. The dif- 
ferent colours and peculiar appearance of the varying strata 
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through which the Tunnel passes are thus hidden from view, 
and the attention is no longer attracted to those faults or slips 
in the salid rock, which indicate that the whole mass has 
been rent asunder by one or more of those terrible coutuI-. 
sions of nature, of which the traces are so frequently yisible, 
but of which no other record remains. The geologist wijl be 
disappointed, in traversing this subterranean vault, to find the 
natural varieties converted by lime-water into one uniform 
and artificial appearance; but the principle of utility is para- 
mount in a commercial undertaking. 

At the upper or eastern end of the Tunnel, the traveller 
emerges into a spacious and noble area, 40 feet below the sur- 
face of thje ground, cut out of the solid rock, and surmounted 
on every side by walls and battlements* From this area 
there returns a small tunnel, 290 yards in length, 15 feet wide, 
and 12 feet high, parallel with the large one, but inclining up- 
wards in the opposite direction, and terminating in the Com- 
pany's premises in Crown street, at the upper and eastern 
boundary of Liverpool;. being the principal station for the 
Railway coaches, and the depot for coals for the supply of the 
higher districts of the town. 

Proceeding eastward from the two Tunnels, the roadf^asses 
through a Moorish archway, at present unfinished, which is 
to connect the two Engine-hoi^ses, and will form the grand 
entrance to the Liverpool stations. This structure is from a 
spirited design of Mr. Foster's, a representation of which I 
have placed as a suitable Frontispiece to this account of the 
Railway. The traveller now finds himself on the open road 
to Manchester, and has an opportunity of ccMitemplating the 
peculiar features of a well-constructed Railway, the line in 
this place being perfectly level ; the slight curve, which was 
unavoidable, beautifully set out ; the road-way dean, dry, and 
free from obstructions; and the rails firmly fixed on massive 
blocks of stone. Crossing Wavertree lane, the Railway 
descends for 5J miles at the rate of four feet in the mile, — 
a declivity so i^ight and uniform as not to be perceived by 
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the eye, bat still sufficient to give a tnecha&icftl adVantage 
and facility of motion to a load passing in that direction. The 
road a little beyond Wavertree lane is carried through a deep 
marie cutting, under several massive stone archways, thrown 
across the excavation to form the requisite communications 
between the roads and farms on the opposite sides of the Rail- 
way. Beyond the marie cutting is the great rock excavation 
through Olive Mount, about half a mile to the north of the 
village of Wavertree. Here the traveller passes through a 
deep and narrow ravine, 70 feet below the surface of the 
ground, little more space being opened out than sufficient for 
two trains of carriages to pass each other; and the road winding 
gently round towards the south-east, the prospect is bounded 
by the perpendicular rock on either side, with the blue vault 
above, relieved at intervals by a bri<%e high over head, con-* 
necting the opposite precipices. The sides of the rock ex- 
hibit already the green surface of vegetation, and present aU 
together far more of the picturesque in their appearance than 
might be expected from so recent an excavation. At night, 
when the natural gloom of the place is farther deepened, the 
scen^irom the bridges above will readily be imagined to be 
novel and striking. The light of the moon illuminating about 
half the depth, and easting a darker shade on the area below 
— the general silence interrupted at intervals by a noise like 
distant thunder — presently a train of carriages led on by an 
Engine of fire and steam, with her lamps like two furnaces, 
throwing their light onward in dazzling signal of their ap- 
proach — with the strength and speed of a war-horse the En- 
gine moves forward with its glorious cavalcade of merchandise 
from all countries and passengers of all nations. But the 
spectacle is transient as striking ; in a moment the pageant is 
gone — the meteor is passed, the flaring of the lamps is only 
seen in the distance, and the observer, looking down from the 
battlement above, perceives that all again is still, and dark and 
solitary. 
Emeiiging from th^ Olive Mount cutting, you approach the 
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great Roby embankment, formed of the materials dag out of 
the excavation vre have , described. This embankment 
stretches across the valley for about two miles, varying in 
height from 15 ta 45 feet^ and in breadth at the base from 60 
to 135 ieet. Here the traveller finds himself affected by sen- 
sations the very reverse of what be felt a few minutes before. 
Mounted above the tops of the trees, he looks around him 
over a wide expanse of country, in the full enjoyment of the 
fresh breeze, from whatever quarter it may blow. 

This, vast embankment strikingly exhibits how much may 
be accomplished when our eiSbrts are concentrated on one 
grand object There is a feeling. of satisfaction by no means 
common-place, in thus overcoming obstacles and surmounting 
difficulties, in making the high places low and the rough places 
plain, and advancing ^n one straight and direct course to the 
end in view; while the pleasure afforded by the contemplation 
of this great work is farther enhanced, when considered in 
contrast with ordinary and every-day impressions. 

After passing the Roby embankment, you cross the Huy- 
ton turnpike road, leaving Huyton Church and village on 
the left hand, and proceed in a slightly curved directron to 
the bottom of the inclined plane at Whiston, between seven 
and eight miles from the Company's station in Liverpool. 
This plane rises in the ratio of three-eighths of an inch in 
a yard, or 1 in 96. It is a mile and a half long iii oiie straight 
line, and the inclination (being so slight) would scarcely at- 
tract observation^ did not a decrease in the speed.of the 
carriages indicate that an important change had taken place 
in the level of the way. At the top of the Whiston in- 
clined plane thei^e is a portion of the road (nearly two miles 
in length) on the exact level. About half a mile from the 
top of the inclined plane, the turnpike road from Liverpool 
to Manchester crosses the line of the Railway at an acute 
angle of 34 degrees, and is tsarried over the Railway by a 
substantial aVone bridge, of very curious and beautiful con- 
struction, being built on the diagonal or skew principle,' 
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each stone being cut to a particular angle to fit into a parti- 
cular place, the span of the arch, measured at the face, being 
54 feet, while the width of the Railway underneath, mea- 
sured from wall to wall, is only 30 feet,^ — each face of the 
arch extending diagonally 45 feet beyond the square. Rain- 
hill bridge is nine miles from the Company's yard in Wap- 
ping, and it was underneath and on each side of this bridge 
that the experiments took place with the Locomotive En- 
gines which contended for the premium of dS500 in October, 
1829. — 

Passing over the summit level at Rainhill, we come to 
the Sutton inclined plane, which descends in the opposite 
direction, and is similar in extent and inclination to the 
Whiston plane, the top level being 82 feet above the base 
of each plane. Par Moss is the next object of attention, 
the road-way across the principal part of it being formed 
by the deposite of heavy material (clay and stone) dug out 
of the Sutton inclined plane. This Moss is about 20 feet 
deep, and the material forming the Railway, as it was de- 
posited, sank to the bottom, and now forms an embank- 
ment in reality 25 feet high, though only four or five feet 
appears above the surface of the Moss. The borders of 
this waste are in a state of increasing cultivation, and the 
carrying of the Railway across this Moss will hasten the 
enclosure of the whole area. 

Leaving Par Moss, we soon approach the great valley 
of the Sankey (about half way between Liverpool and 
Manchester, with its Canal at the bottom, and its flats or 
barges in full sail passing to and fro, between the River 
Mersey, near Warrington, and the great Coal districts near 
St. Helen's. Over this valley and Canal, and over the top- 
masts and high peaks of the barges, the Railway is carried 
along a magnificent viaduct of nine arches, each 50 feet 
span, built principally of brick, with stone facings, the 
height from the top of the parapets to the water in the Ca- 
nal being 70 feet, and the width of the Railway between 
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the parapets 25 feet. The approach to this great structure 
is along a stupendous embankment^ formed principally o( 
clay, dug out from the high lands on the borders of the 
valley. Looking over the battlements, there is a fine view 
down the valley to the south — ^Winwick spire rising in the , 
distance, and below you, the little stream of the Sankey 
running parallel with the Canal; while the masts and sails 
of the vessels, seen at intervals in the landscape where the 
Canal is no longer visible, present a vivid specimen of in- 
land navigation. Immediately below you, the barges, as 
they approach the bridge, escape from view for a few mi- 
nutes, till, having sailed under your feet, they become again 
visible on the opposite side of the viaduct 

On leaving the Sankey, we speedily approach the town 
of Newton, or rather the borough; for this ancient and 
loyal place sends two representatives to Parliament, under 
the auspices of Colonel Legh, M. P. A few hundred 
yards to the south of the town, the Railway crosses a nar- 
row valley by a short but lofty embankment, and a hand- 
some bridge of four arches, each 40 feet sp^n. Under the 
eastern arch the turnpike road passes from Newton to War- 
rington, and beneath another arch flows a stream which 
turns an old corn mill, immediately below the bridge. Ad- 
jacent also, is situate one of those antique mansions, built 
in the ancient baronial style, whose white exterior, with 
black oak crossings, and pointed gables, Uarnionizes well 
with the rude scenery around. 

A few miles beyond Newton is the great Kenyon exca- 
vation, from which about 800,000 cubic yards of clay and 
sand have been dug out, part being carried to form the line 
of embankment to the east and w;est of the cutting, and 
the remainder, deposited as spoil banks, may be seen 
heaped up, like Pelion upon Ossa, towering over the adja- 
cent land. Near the end of this cutting, the Kenyon and 
Leigh Junction Railway joins the Liverpool and Manches. 
ter line by two branches, pointing to the two towns respec- 
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lively. This Railway joina the Bolton and Leigh line, 
and thus forms the connecting link between Bolton^ Liyer- 
pooly and Manchester. From the Kenyon excavation the 
transition is easy to the Brosely embankment, formed of 
the material dug out of the cutting, as before described. 
* Moving onward, we pass over Bury lane and the small Ri- 
ver Gless, or Glazebrook, being arrived on the borders of 
the far-famed Chat Moss. This barren waste comprises an 
area of about twelve square miles, varying in depth from 
10 to 35 feet, the whole mass being of so spongy and soft 
a texture that cattle cannot walk over it The bottom is 
composed of clay and sand, and it is not an uninteresting, 
if not a very profitable speculation, to carry our ideas back 
to that remote period when the sea flowed over the basin 
of this huge fungus. There are they who profess, by ex- 
amining the vegetable fibre of the Moss, to calculate its 
age; as the fortune-teller will cast your nativity by the fur- 
rows in your hand. No doubt this mass of vegetable mat- 
ter is still increasing. The flower and the leaf of the hea- 
ther still bud, grow to maturity, and fall; and the process 
of decomposition amalgamates the new and the old fibre; 
but what is thus deposited has been previously extracted 
from the Moss, save What has been supplied from the hy- 
drogen an4 other gases absorbed and combined in this great 
laboratory. At a very moderate calculation. Chat Moss 
comprises sixty^millions of tons of vegetable matter; and 
we shall leave to philosophers to calculate in how many 
centuries this weight could be drawn from the clouds and 
the air. Northward of the Moss, in the distance, is Tild- 
sley Church, one of the modern Parliamentary edifices; 
and, as we approach the eastern boundary, conspicuous on a 
gentle eminence to the left, is Worsley Hall, the seat of 
R. H. Bradshaw, Esq. M. P. so well known as TrujJtce for 
the management of the Duke of Bridgewater's Canal. 

Beyond Chat Moss we traverse the Barton embankment^ 
crossing the low lands for about a mile between the Moss 



171 

and the Worsley Canal, over which the Railway is carried 
by a neat stone bridge. At this spot it is evident you are 
approaching a manufacturing district On the banks of the 
Canal a great cotton factory rears its tall sides, with its hun- 
dred windows, and the fly-wheel of its steam-engine pursu- 
ing its continuous and uniform revolutions, as if symbolical 
of that eternal round of labour and care, of abundant toil 
and scanty remuneration, of strained exertion and insuffi- 
cient repose, which, through day and night, through seed 
time and harvest, through years of civilization and ages of 
barbarism, have been the condition and tenure, on which the 
existence of so large a portion of mankind has depended. 

From the Barton embankment we soon arrive at Eccles, 
four miles from Manchester, leaving to the right the vicar- 
age and parish church of that village. Between this place 
and Manchester the Railway passes at no great distance from 
several country seats and villas, whose rich lawns and flou- 
rishing plantations afibrd an agreeable variety, after the 
great sand hills at Kenyon, or the wide waste of Chat Moss. 

The immediate approach to Manchester, by the Railway, 
is through a portion of Salford, as little interesting as can 
well be imagined. Over the River Irwell the Railway is 
carried by a very handsome stone bridge, and then over a 
series of arches, into the Company's station in Water street 
and Liverpool road, Manchester; from which the traveller 
whose o1)ject is pleasure rather than business, will probably 
make his way, without loss of time, to the more genial at- 
tractions of the Albion Hotel, or New Bridgewater Arms. 
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CHAPTER IV. 

HECHANICAI. PRINCIPLES AND PBOFEBTIES, AS APPLICABLE 
TO BAIL WAYS. 

The most obvious mecbanical advantage which a Rail- 
way possesses over a common turnpike road/is to be found 
in its superior hardness and smoothness^ of surface. This 
comparative advantage, it is evident, can be measured by 
no fixed standard; though it is common to estimate it in the 
proportion of seven to one. It should constantly be borne 
in mind, however, that this ratio of superiority in favour of 
a Railway can only exist on an qxact level. Let there be 
a very moderate ascept— -such as on an ordinary road 
would scarcely attract observation — one foot in fifty for in- 
stance, and the effect of a horse on a Railway is at once re- 
duced to about one-fifth of its efiect on a horizontal plane; 
and on arriving at suoh an inclination, with a load calcu- 
lated for a levels the horse would be unable to move a single 
yard with the utmost exertion of its strength; while on a 
common road, undulation such as I have stated are of ordi- 
nary occurrence — a hotse being able to exert a sufficient- 
ly increased power as he ascends the eminence,* and re- 
lieving himself as he descends on the opposite side. But 
let it not be imagined that the absolute resistance occasioned 
by a certain inclination, is more on a Railway than on a 
turnpike road: it is precisely the same, and this peculiarity 
in Hie comparative result may be easily explained. The 
resistance on a Railway to the progress of the carriage 
wheels (sometimes called the rolling friction) being only 
about one-seventh what it is on common roads, the ordina- 
ry load on a lez^el Railway is seven times as great as the 
load on a turnpike road. Consequently, when the force of 
gravity is brought into operation by an ascending plane, 
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this oppoaing force (of gravity) being proportioned to the 
loady will be seven times as great as on a turnpike road. 

Most of the Raillvays hitherto constructed have had an 
inclination downwards^ being for the conveyance of coal 
from the pits to the river side. For purposes of general 
traffic, however, and where there is any thing like an equa- 
lity of tonnage passing in both directions, it cannot be too 
constantly kept in view, that to render the moving power 
uniformly effective, and to maintain for the Railway its iiill 
comparative advantage over the common roads, it must, as 
far as practicable, be level. In the Liverpool and Manches- 
ter line, this object has been in a great measure attained, aa 
will appear from the annexed section. From the top of the 
Liverpool Tunnel to Manchester, with the exception of two 
inclined planes at Rainhill (one ascending and the other de- 
scending at an inclination of 1 in 96, and where some as- 
sistant power must be used,) there is no greater inclination 
than in the ratio of about 1 in 880; and since the advantage 
on the descending side will nearly counterbalance the disad- 
vantage in ascending so gradual a slope, the Railway may be 
regarded, for practical purposes, as nearly horizontal. 

A level line being attained, it is scarcely of less importance 
that the Railway should be straight, or at least free from 
any abrupt curves. As carriages are kept on the rail by 
flanges on the wheels, it is obvious that where the curves 
are quick, the friction on the sides of the rails, and conse- 
quent retardation, must be very great. This is a point which, 
till lately, has not been sufficiently attended to. In the Li- 
verpool and Manchester Railway, the curves seldom exceed 
a deviation from a straight line of more than 4 inches in 
22 yards; forming a segment of a circle, which, if extend- 
ed, would embrace a circumference of fifteen miles. The 
setting out of the curves on the ground is a work requiring 
considerable skill and exactness, and the manner in which 
this is performed affects the re^l efficiency of the Railway no 
less than it does the style and beauty of its appearance. 

The material of which the rails were to be composed, 
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whether of cast or forged iron, was a matter of some import 
tance. Each description of rail has its advocates; but after 
due consideration^ and inquiry into their respective merits^ 
the Directors determined to adopt the forged or rolled iron 
rail, in lengths of five yards each, made after Mr. Birkin- 
shaw's pattern, as described in Mr, Nicholas Wood's excel- 
lent book on Railways. A similar rail is used on the Dar- 
lington way, but somewhat lighter; the Darlington rail 
weighing 28 lbs., and the Liverpool and Manchester, 
35 lbs. per lineal yard. The rails are supported every three 
feet on stone blocks, each block containing nearly four cubic 
feet of stone. Two holes, six inches deep and an inch in 
diameter, are drilled in each block, and into these are driven 
oak plugs; and the cast-iron chairs or pedestals, to which 
the rail is immediately fitted and fastened, are firmly spiked 
down to the oak plugs; formings altogether, a construction^' 
of great solidity and strength. On the embankments, where 
the foundation may be expected to subside, the rails are laid 
on oak sleepers. 

But supposing the Railway to be completed, of the most 
improved construction and the best material, the kii^d oi 
carnage to be used, and the power to be employed, afford 
scope for ample discussion and the most conflicting opinions; 
for so new, or so little understood, it would seem, is the ap- 
plication of mechanical principles to a Railway, that as 
much difficulty presented itsdf to the Directors, in their 
endeavours to come to a conclusion on these points, as if the 
matter at issue involved a question of law or metaphysics. 
On the first announcement of a projected Railway, on a com- 
plete scale, from Liverpool to Manchester, the ingenuity 
of speculative mechanics anticipated the most astonishing, 
results to be obtained from the most undeniable and ac- 
knowledged principles. It was understood to have been 
previously ascertained by Coulomb and Professor Yince, 
ihBt/riction (as applicable to carriages) was the same at all 
velocities. It seemed to follow, that on a level Railway, 
where friction constituted the whole resistance, the inert 
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mass being once put in motioDy it would be as easy to tra- 
vel twenty miles per hour^ as five. The fallacy of this idea 
arises in a good measure from a misconception of the ope- 
ration of the principle alluded to — that the friction is the 
same at all velocities — from which it appears to have been 
inferred, that if you provide a power sufficient to overcome 
the friction at a very slow speed, and call that power one^ 
and then apply an additional power to augment the speed 
ten fold, you may at pleasure relinquish this additional 
power, and continue to move at the ten fold speed with 
the power one. The truth is, however, that for every 
ratio of increased speed you must exert increased power, 
and must continue to use it On a level Railway, friction 
constitutes the whole resistance; and if it require a certain 
power to overcome such resistance at two miles per hour, 
it will require ten times that power to overcome, the resis- 
tance at twenty miles per hour, and it will require the in- 
creased power to be continued as long as the speed is in- 
tended to be kept up. If to convey a certain load at the 
rate of five miles per hour requires a Locomotive Steam 
Engine with a boiler and pistons of a certain given area, 
then to move the same load at the rate of fifteen miles per 
hour, the boiler and cylinders (if there be no improvement 
in the construction) must be three times the area. In this 
latter case, therefore, there will be three times the steam (or 
power) expended per hour^ but ihejourrhey will be efiected 
in one-third the time: the wh^le expenditure of steam (or 
power,) therefore, in overcoming the friction will be nearr 
ly the same, whether the journey be performed at a slow 
or a quick speed. We will suppose^ for illustration, that a 
weight has to be raised, instead oi friction to be overcome, 
the same principle will hold good. If it require a certain 
power to raise a ton weight one hundf'jed fbet high in ten 
minutes, it will require ten times the power to raise it the 
same height in one minute — t^at is^ at ten times the speed; 
yet a ton is a ton at all velocities, exactly 23 friction is the 
same, whatever the speed. 
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There is another error on the subject of friction, to \vhich 
it may be as well briefly to advert Mr. Rankin, in his pub- 
lication on Railways,* lays it down as a principle, that " the 
friction of wheel carriages is equal in equal times;" and in 
proof of this position, details several experiments with a car- 
riage drawn by a weight descending from a pulley, which 
weight, he found, fell according to the ascertained law of gravi- 
ty, accelerating in the known ratio, in equal portions of time. 
It appears to me that the result, as stated, proves that friction 
is equal in equal spaces^ and not in equal times. Mr. 
Rankin does not give either the moving weights, the load 
drawn, or the velocity, as not being necessary to determine 
the principle. I will suppose a case, therefore, to illustrate 
my position. A weight, by the law of gravity, will fall — 
16 feet in the 1st second of time, 
48 feet in the 2d second ,of time, 
80 feet in the Sd second of time. 
Now the same weight, with the load or carriage attached 
to it by means of a rope and pulley, we will suppose to 

fell— 

5 feet in the 1st second of time, 

15 feet in the 2d second of time, 
25 feet in the 3d second of time. 
Accelerating as before, according to the law of gravity. 
Thus we have a descent, in equal timesy of 5, 15, 25, in- 
stead of 16, 48, 80. That is, the friction of the carriage 
caused the weight to fall in the first second only 5 feet in- 
stead of 16, being a retarding force of 11. In the second 
period the fall was 15 instead of 48, being a retarding force 
of 33, or in the proportion of 15 to 5. In the third second 
of time the fall was 25 feet instead of 80 — ^being a retarding 
force of 55 — ^being as 25 to 5, or exactly in proportion to 
the spaces pas^d over, and not at all according to the times; 
in perfect conformity, however, with the law of gravity. In 
Mr. Rankin's experiment the friction was a uniformly retard- 

• A Popular Exposition of the EfFect of Forces on a RaUway, with some 
I^xpeiiments on Friction. By Darid Rankin> Esq. GlasgQW, 1838. 
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ing force, which we have supposed to be 11 out of Id; but 
whether it were 11 or 3 in the first 16 feet^ it would be ttie 
sftine ID every 16 feet: the friction, therefore, by the expert- 
ment was equal m equal spaces^ On the other hand, anp- 
posing the friction to be eqilal in equal timeSj a power wbiek 
would move a carriage six miles in one hour, woidd eocoun* 
ter onlj oiU^fourth the friction in traversing the same six 
niles in one'^aarter of an hour, which would be verj c<ki^ 
venienty if it were the laurL But ezperiment corroborates 
the doctrine, that the same resistaEU^e has to be overcciae; 
and &erefi>re the same power must be expended^ in tea^ 
versing a certain spacey whatever be the thne — whether jo« 
take one hour or three to accompUdfi it» 

Of eonrse, in laying down thia general rule as an ap* 
proximation to the truth, we suppoae a perfect Bailway^ 
If the road present considerable inequalities or obsftmctioiN^ 
the greater the speedy the greater will be the resistaneey 
frcun the shociks to be encountered. Moreover^ at gveaft 
velocities the resistanee of. the air must not be left out of 
the calculation. At ten miles per hour it has been ftrandy by 
experime^ that the resistance of the atmosphere is about 
half a pound weight on a square foot of flat surface ; at fifteen 
miles the resistance is 1 lb. per square foot; and at twenty 
miles about % lbs. per square foot;, the increased xesistance 
being nearly as the squares of the velocities. Now if we 
suppose the moving power calculated to draw^ at twenty 
miles per hour^ one carriage weighing 4 tons^, awl present 
ing in front a surface of 20 square feet, the resistance of 
the air would be 20x2—40 Ibs.^ or 10 lbs. per to% drawn; 
being about as. much as the friction f and sonsequeot^ 
ly dould%»g the whole resistance. In practice^ it will 
probaUy be expedient to fasten a train of carriages to 
one moving power^ in which ease the first wagon, oe 
the Engine itself^ will bear the brunt of the air's resistance; 
wbichy considered^ in proportion to the whole weight 
drawn, and ^voiding, as far as may be, square fiat suisfaces 
in front of the procession^ will be less important On the 

23 
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other hand, it seems probable that a farther modification 
must be admitted at very high speeds^ for we can easily 
imagine a velocity, whcf-e the projectile force must be so 
great as very much to diminish the gravity y and conse- 
quently the friction. But again, as we are acquainted with 
no convenient power but steam, with which to effect rapid 
motion-^and since steam loses part of its force from a very 
qtiipk transmission through the cylinders— H^r since, if you 
keep the velocity of your piston moderate, you must in- 
crease your speed by a complication of wheels, or a diminu- 
tion of your cranks, in which case the loss by the friction 
of the rubbing parts would be greater than by the quick 
movement of the pistons, any gain by the diminution of 
gravity at high velocities, will be more than counterbalanced 
by the mechanical disadvantages we have stated; -bringing 
put the practical result, within a certain range for weight 
and speed, pretty nearly in conformity with the rule as 
above laid down — subject, however, to exceptions and ir- 
regularities, tending to prove, that when the construction ^ 
of an Engine is adapted to a quick speed and a light load, 
you cannot, with proportionate advantage, substituted heavy 
load and a slow speed; while it would be equally unavail- 
ing, with an Engine calculated for a heavy load and a slow 
pace, to attempt to substitute a light load and a high speed. 

But without dwelling any longer on the diffipulty of re- 
ducing, with minute exactness, abstract principles to prac- 
tical operation, it will easily be imagined that the consi- 
deration of the kind of power to be employed on the Rail- 
way occupied no small portion of the Directors' time and 
attention: whether horses — or Locomotive Engines — or 
Fixed Engines, drawing the load, by means of ropes, from 
one station to another. Each of these modes had been 
tried, and each had its advocates, for in this case experience 
had by no means settled the point at issue. 

Multifarious were the schemes proposed to the Directors 
for facilitating Locomotion. Communications were r^ 
ceived from all classes of persons, each recommending an 



179 

improved power or an improved carriage; from professors 
of philosophy, down to the humblest mechanic, all were zea- 
lous in their proffers of assistance; England^ America, and Con- 
tinental Europe were alike tributary. Every element and 
almost every subjstance were brought into requisition, and 
made subservient to the great work. The friction of the car- 
riages was to be reduced so low that a silk thread would draw 
them, and the power to be applied was to be so vast as to rend 
a cable asunder. Hydrogen gas and high-pressure steam — 
eolumns of water and columns of mercury — a hundred at- 
mospheres and a perfect vacuum — machines working in a 
circle without fire or steam, generating power at one ftnd 
of the process and giving it out at the other— carriages 
that conveyed, every one its own Railway — wheels with- 
in wheels, to multiply speed without diminishing power — 
with every complication of balancing and coutiterraiUng 
forces, to the ne plus ultru of perpetual motion. Every 
scheme which the restless ingenuity or prolific imagination 
of man could devise was liberally offered to the Company: 
the difficulty was to choose and to decide. 

The great theatre of pmctical operations on Railways 
was on the Stockton and Darlington line; and on the Rail- 
ways in the vicinity of Neweastle-on-Tyne. All the esta- 
blished modes of conveying carriages on Railways were 
there exemplified — Horses, Locomotives, and Fixed En- 
gines. Facts were wanted to lead to a correct decision, 
and personal observation seemed necessary, in order to ar- 
rive at a satisfactory result The Directors accordingly ap- 
pointed two of their own body, accompanied by th6 writer, 
to proceed to Darlington and the neighbourhood of Newcas- 
tle, to obtain on the spot, the requisite information, and to 
report the same to the Board, with their opinion on the 
subject. This journey of inspection took place in the be- 
ginning of October, 1823, and the Deputation returned with 
4 fund of information; but of so mixed, and in some respects 
of io contradictory a nature, that the great question as to 
the comparative merits of Lbcombtive and Fixed Engines 
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i a0 far from being setfled as eirer.. One step t^as g*Aiii- 
eii. The Deputation was eoQTinced, that for the tminense 
traffic ie be anticipated on the Liverpool and Mancfae^r 
line^ horses were out of the qiiestios. The debateabie ground 
being thus narrowed^ bovip was the remaining point to be 
decided ? Was a capital of dSl6o,00(> to be invested in 
Stationary Engines or in Locomotives? The DireetOTS re- 
aohred to obtain the assistance of two professional En^- 
fteers, who sbould visit the Darlington and Newcastle Rail- 
waysy carefully examine the working of the two species of 
meohanical power, taking note of the advantages and dis- 
advantages of each, make an accurate calculation of the 
€0»t of both modes of convey ance, and report to the Board 
fiilly on the whole subject 

James Walker, Esq. of Limehoiise, and J. U« Rastrick, 
&q. of Stourbridge, being severally applied to for the pur- 
fme, undertook the o&ce assigned to them. On tbe 12th of 
Januaryi 1929, tbey attended at the Board of Direction in 
Liverpool, previous to their setting out on their professional 
tour. On the dth of the following March, their separate 
Reports on the comparative merits of tbe two systems of 
movii^ power, were laid before tbe Directors, and ordered 
jk> be printed. 

It maybe supposed that the great question was now 6nally 
set, at resi^ and that the Directors would have no farther diffi- 
culty lA coming to a decision on the points at issue. Just the 
reverse. The advantages and disadvantages of each system, 
as far as deduced from their own immediate observation, were 
fully and iairiy stated, and, in the opinion of the Ei^neers 
thernselves, were pretty equally balanced. The cost of an 
establishment of Fixed Engines between Liverpool and Man- 
Chester, they were of opinion, would be something greater 
than of Locomotives, to do the same work; but the annual 
charge^ including interest on capital, they computed would 
be less on a system of Fixed Engines than with Locomotives. 
The cost of moving a ton of goods thirty miles, that is from 
Liverpool to Manchester, by fixed Engines^ they estimated 
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at 6.40dL, and bj Locomotives at 8.36iL, sapposiiig m each 
case a profitable traffic both wagfs* But with a sjBtem of 
Locomotrres, the cost of the first establishmeot need only be 
proportifliied to the demands of the. trade ; while with Sta« 
tionarjr Ei^nes, an ootlay for a complete establishmeBt 
would be required in ibe first instance. And it was farther 
to be cooadered, that there appeared more ground for ex- 
peeling improvements in the co&struction and woikiog of 
Locomotiyes tiian of Stationary Engines. On the whole, 
however, an4 looking especially at the conqputed annual 
cbai^ge of workiag the road on ibe two systems on a laige 
scale, Messrs. Walker and Rastrick were ofopimon tint. 
Fixed Engines were preferable, and accordingly recom- 
oaended their ad<^tion to the Directors. 

On a careful consideration of the real state of the c^ at 
Om laometit, it wilLnot be matter of surprise diat the Direct- 
ors still felt themselves unable to come to a decision on the 
finbject ; more especially when it la remembered that Mr* Ste- 
ph^ison, the Company^s Engineer, was decidedly, as he had 
uniformly been, in favour of Locomotive Engines, which he 
was confident would be found to be the most economical and 
by far the most convenient moving power that could be em- 
ployed. On the whole, therefore, the Directors found them- 
aelves in pretty mach ^e same situation as they were before 
the recent survey was undertaken. The leaning on the part 
of a majority of the Directors was in favour of Locomotives, 
provided they could be constructed of adequate power and 
at a less weight than the travelling Ei^nes then in use, which 
were generally 8 to 9 tons in weight, and some still heayier ; 
&e consequence of which was no small injury to the Rail-^ 
ways, and proportionate expense in keeping the road in re- 
pair. And far&er, it was quite essential, according to the 
provisions of the Railway Act, that they should not smoke* 
The Directors determined to obtain, if possible, a Locomo- 
tive Engine of improved constructiof), that should comply 
with these conditions. Mr. Hsurrison bad for some time be^i 
of opinion^ that the excitement of ^ reward, publicly o&red 



182 

by the Company, would be the most likely means to obtun 
foF them what they were in search of. In this opinion his 
brother Directors now coincided ; and accordingly they re- 
solved, on the 20th of April, 1829, to offer a premium of £dQO 
for the most improved Locomotive Engine, subject to certain 
stipulations and conditions. [Seepages 103, 104.] 

Meanwhile, all measures relative to the moving poww 
were suspended, till the result of the trials of the specimen 
Engines should be ascertained. On the 6th of October^ 
which was the day subsequently fixed for the trials, four 
Locomotive Steam Engines were on the ground appointed' 
at Rainhill, a level portion of the Railway, about nine 
miles from Liverpool. That the Directors might come 
to the most correct decision on the merits of the difierent 
machines produced, they had engaged the professional as- 
sistance' of Mr. Rastrick, of Stourbridge, and Mr. Nicho- 
las Wood, of Killingworth, both Engineers of great practi- 
cal knowledge; aided by the co-operation of John Kenne- 
dy, Esq. of Manchester, who kindly complied with the re- 
. quest of the Directors, that he would be one of the Judges, 
on the occasion. 

The Steam Engines whieh were entered on the lists to 
contend for the premium, were the " Novelty/' a beauti- 
ful machine, of a new construction,' built by Messrs. Braiith- 
Waiteand Ericsson, of London; the ** Rocket,'^ built by 
Messrs. Robt. Stephenson and Co. of Newcastle, with a 
boiler of a new construction, suggested by the writer of 
this account; thp " Sans Pareil,'' built by Mr. Timothy 
Hackworth, of Darlington; and the ** Perseverance," by 
Mr. Burstall, of Leith. 

The peculiarity of the exhibition, on the several days of 
trial, attracted a large concourse of spectators; and the un- 
exampled speed of the " Novelty" and the " Rocket'* 
excited universal surprise and admiration. The trial of 
these Engines, indeed, may be regarded as constituting a 
new epoch in the progress of mechanical science, as rela- 
ting to locomotion. The most sanguine advocates of tra- 
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velliog Engines had not anticipated a speed of more than 
tea to twelve miles per hour. It was altogether a new 
spectacle, to behold a carriage crowded with cofcnpany, at- 
tached to a self-moving machine, and whirled along at the 
speed of thirty miles per hour. The contest for the pre- 
mium was principally between the "Novelty'* and the 
" Rockef This latter Engine was the first to undertake 
the task assigned by the Judges, as a test of the Engine's 
power. The distance appointed to be run was seventy 
miles^ and it was a condition, that when fairly started, the 
Engine should travel on the road at a speed of not less than 
ten miles per hour, drawing after it a gross weight of 3 
tons for every ton weight of itself. The prescribed dis- 
tance it should be understood was, owing to the circum- 
stances of the Railway, obliged to be accomplished by 
moving backwards and forwards, on a level plane of one 
mile and three quarters in length. Of course, the Engine 
had to pass along the plane forty times, having to make as 
many stops, and each time to regain the lost speed and'^mo- 
mentum. On the -Sth of October, the ** Rocket,'' weigh- 
ing 4 tons 5 cwt. including the water in the boiler, started 
on her journey at about half-past ten in the morning, and 
performed the first thirty-five miles in three hours and 
twelve minutes, being nearly at the rate of eleven miles an 
hour. About a quarter of an hour was then consumed in 
filling the water tank and obtaining a fresh supply of coke. 
The second thirty-five miles were performed in two hours 
and fifty-seven minutes, or at the rate of twelve miles per 
hour, including stoppages. The whole time, from the first 
starting to the final arrival, was under six hours and a half. 
The speed over the ground, with the prescribed load, was 
frequently eighteen miles per hour, and occasionally up- 
wards of twenty. The whole performance was consideraT 
bly greater than required by the stipulations, or than had 
hitherto been accomplished by a Locomotive Engine. 

The " Novelty'* was the next Engine which undertook 
the appointed task; but owing to some derangement having 
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uecmied t& her pipes or madunery, she was obligeii to stq» 
at the commeBcemeat of the task asifigDed. Another day 
was appointed, and atetber derangement took place. It 
beeame evident, therefore, i^ was not in a state ot emn- 
pleleness to warrant the Proprietors in prolonging the con- 
test Accordingly, they informed the Judges that they 
withdrew from the competition on the present occasion; 
having, nevertheless, full confidence in the merits and prin- 
ciple of the Engine, and in its relative performance, when 
they should have repaired the defects in the structure or 
workmanship of the machine. 

The Darlington Engine, the " Sans Paretl,'' was the next 
OB the list; but being 5 cwt above the weight prescribed 
in die conditions, it may not be necessary to discuss her 
merits in other respects. Mr. Bnrstatl, after eonstdemn 
tion, withdrew from the contest, leaving the field to the 
** Roeket^' The report of the Judges eorresponded with 
t]ie above statement, and the Directors accordingly awarded 
the pi^emium to the writer of this account and the Messrs; 
Stephensons, to whose exeettent construction of the ma^ 
chinery I iras much indebted for the favourable award of 
the Umpires. 

From this date, the question betwe^i Loeomotfve and 
Fixed Engines must be considered as praeticalljr settled. 
The fitne^ of Locomotives for the purposes* of /r^rvc/AVi^, 
at almost any speed that could be desired, was strikingly 
exemplified; and the importance of this circcrmstanee was 
duly estimated; the conveyance of passengers between fcl- 
veipool and Manchester having long been considered a va- 
luable branch of the undertaking. There still remained 
one point to be settled — I allude to the kind of pother to 
be employed in ascending the inclined planes of Whiston 
and Sutton. These planes are each a mile and a half long, 
witft an inclination of three-eighths of an inch to a yard,, 
being a rise of 1 in 96. Stationary Engines on the sum- 
mit, with ropes passing over sheaves or pulleys along the 
whole- ascent, are the means resorted to at the inclined 
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plane in the Liverpool Tunnel; also, on the DarlSigton in* 
dined planes, and at the collieries in the north. It was 
quite evident, however, that such a plan of operations . in 
the centre of the Liverpool and Manchester line, with the 
interruption to be expected from a change of the moving 
power, to say nothing of the danger .always to be appre- 
hended from a system of ropes and pulleys, was to be avoid- 
ed, if possible. It became an object, therefore, of no small 
interest to ascertain the power of the new Locomotives on 
the planes in question; and, in the first place, as the effec- 
tive power of the Engine is necessarily limited by the ad- 
hesion of the wheels on the rails (in as much as if a fcM'pe 
be exerted beyond thit point, the wheels will turn round, 
while the carriage will remain stationary,) it was impor'^ 
tant to know whether this difficulty was likely to occur on 
the planes in question. It has been ascertained that the 
adhesion of the Engine wheels (as now constructed yriih 
wrought-iron tires) on wroiight'-iron rails is equalto V^ih 
of the weight of the machine, in the most unfavourable 
stale of the rails. If the Engine weigh 4| tons, the adhe- ' 
cton on the four wheels would be i^th of that weight, or 
thont 500 lbs.; or< supposing-^which is frequently the case-*- 
that the machinery is only connected with two wheels, 
then, if the weight be equally divided, the adhesion will 
be ^ 250 lbs.; which, multiplied by 300 (OiB friction being 
only Tkth of the gravity of the load,) gives 2^ tons, as 
th^ load, commensurate with the adhesion, in the most un- 
fikvourable state of the rails, — about 40 tons being the ad- 
hesive load in an average state of the rails. Now these b^ 
ing the data^ an inclined plane rising one yard in a hun- 
dred, will present no impediment on the ground of adhe- 
sion, provided the system be to maintain the same speed 
throughout the journey;, for supposing, as above, that the 
adhesion of the Engine wheels on the level, be = 250 lbs., 
it will be the same on the inclined, plane, minus i^iHh part 
(2i lbs.;) a. difference so small as to occur, ^very day, in the 
varying states of the rails, and quite unnecessary to be tak^n 

24 
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into tlie fakalatioD. The question to be decided, 4ie)Nh 
forty was the power of the Engine to take a load up the 
inclined idane> the adhesion being equal to the pow^^ at 
similar speeds. For instance, 7 tons on an inclined plane 
lisiog one in a hundred,. is a proportionate load to 90 tons 
OB a level, at fifteen miles per hour, the weight of the En* 
^ne being 4^ tons, as explained hereafter. . But if it be atr 
tempted to take 30 tons up the plane, by going prt^rtion-* 
ably slower^ the power of the Engine might do this, but 
the adhesion of the wheels would be insufficient, and they 
would turn round, while the Engine stood still,- because 30 
tons on the inclined pkne »: 99 tons on a level, and we 
bftTO supposed the adhesioa to be equal to 40 tons on a level* 
Itfollowsi, therefore, either that the Engine must be worked 
hehrn the adhesiveness of the wheels on the level, or you 
eannot increase the proportionate load, by diminisbing the 
ipeed on the inclined plane. 

During the trials for the premium, at Rabhill, the 
f< Becket^' frequently ascended the Whiston inclined plane, 
with a carriage holding twenty to thirty passengers, at a 
speed of fifteen to eighteen miles per hoiur; sad the ease and 
regularity with which this was efiected produced a general 
and confident impression, that even up the inclined planes, 
the Loeomotive Engine would be . the power employed. 
Indeed the feeling at the moment was very prevalent, that 
it was immaterial whether the Engine travelled up an in- 
elined plane, or on a level; and various schemes were speed* 
ily in agitation for converting turnpike roads into Railways, 
regardless of the ordinary inequalities of the ground. Time 
and reflection will correct a notion so plausible, but yet so 
ent^neoUs; otherwise the most grievous disappointments 
wiM be the consequence. Dazzled and gratified with the 
spectacle of the Engine, with her carriage and twenty pas- 
sengers, moving up the plane at a speed hitherto not attained 
by the swiftest mails, the spectator forgot, or was not aware, 
that she would liavc taken four carriages, each with its 
•core of passengers, at the same speedy on a level; or, in 
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more general terms, that the annual performance of a Lo- 
comotive Engine, ^n a ievel Railway, would be about four 
times as great as on an inclined plane, rising one yard in a 
hundred* I have said about four times; for the compara- 
tive ratio will depend much on the weight of the Engine, 
tlie speed of travelling, and the construction of the carriage 
wheels and axles. The more power you can comprise in 
the same weight of Engine, the greater will be her cotnpth 
rative performance on an inclined plane; and on the other 
hand, the greater the improvement in wheels and axles, and 
the more the friction istliminishedy the greater will be the 
comparative performance on a level. Mr. Nicholas Wood, 
in his book on Railways, estimates the friction of loaded 
wagons at l-200th of the load moved; that is, that one pottnd 
weight, suspended over a pulley, would draw 200 lbs. on a 
Jevel Railway. Since Mr. Wood made his experiments, 
farther improvements have been made in the constructicMoi 
of wheels and axles; perhaps to the extent of d5 per cent^ 
leaving the amount of friction on a level Railway l-250th of 
the load moved, or 9 lbs. per ton. This ratio, however, al- 
lows nothing for the resistance of the air: it supposes both 
wagons and Railway in very complete order, and the line 
an absolute and undeviating level. Moreover, experiments 
on the friction of wagons have generally been made on 
single wagons; and there is reason to believe, that the re- 
sistance offered by a number of wagons fastened to each 
other is greater than the proportionate weight would indi- 
cate: and this may be accounted for by the separate car- 
riages being out of square^ with reference to each other, 
thereby occasioning a straining and lateral fricttott. On the 
whole* perhaps, we shall come sufficiently near the truth if 
we adopt Mr. Wood's ratio of l-200th as the amount of re- 
sistance to a train of wagons on a level way, under ordtna*- 
ry circumstances of rails and wagons, wind and weather. 
The in^Unitlion of the Whiston plane being 1 in 96, the 
opposing force of gravity of any load on its ascent will be 
•l-96th of the whole weight moved; or if we say l-lOOth 
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paity the resistance by gravity will be douhle^% resbtsDce 
t^y friction. It will follow, then, that if a Locomotive 
Eogine, weighing 4 tons 10 cwt is exactly able to drawai^ 
ter it 30 tons weight on a level, at fifteen miles per hour 
(which I estimate to be the power of an Engine on the 
^^ Rocket^' principle, with the latest improvements,) the 
same Engine will draw only 7 tons, at the same speedy up 
an inclined plane rising one yard in a^ hundred* This re* 
suit may be illustrated as follows: — 

The load, drawn on the inclined plane is declared to 

be • •^^ • m m *i* • • • • i tons* 

Now the additional resistance (by . 
gravity) is doubleth^ resistance by 

. friction; then, as the load drawn is 
7 tons, the gravity of the plane 
equals the friction of . • • 14 tons. 

But the Engine weighs 4 tons 10 cwt, 
and is opposed by a force of gravi- 
ty equal to the friction of double 
that weight, ox • 9 tons. 

Therefore 7 tons on the inclined}^ 30 tons on a level, 9i 
plane equals the draught of 5 15 miles per hour. 

Or the same result may be brought out by another pro- 
cess, as follows: — ^The gross weight proposed to be drawn 
on a level is 30 tons, a^ fifteen miles per. hour,, on which 
the friction, estimated at 3^, = 336 lbs. 
Then on an inclined of 1 in 100, the gross 

weight is declared to be seven tons, on 

which the friction, estimated at^, is = 78.4 lb. 
ResisUnce by gravity, ft,r of 7 tons . . = 15p.8 „ 
R^iftance by gravity on 4J tons, the 

weight of the Engine at-rk . . • = 100.8 „ 

=.336 lbs, • 
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The recurtance to be overcome, in both inBtanceSi being 
336 lbs., at fifteen miles per hour, besides ihe friction of the 
Engine, which does not enter into the calculation in either 
case — ^the effective performance being what is required for 
all practical purposes. If a slower speed be submitted to, 
a heavier load may be drawn on a level, and the perform- 
ance on the inclined plane (if the adhesion be sufficient) will 
be found, by the same formula, to be more than proportion* 
ably greater; the resistance by gravity of the Engine be* 
ing a fixed quantity, but smaller, comparatively, as the 
load drawn is greater. Thus an Engine of the same weight 
being exactly able to draw 45 tons on a level, at ten miles 
per hour, would take 12 tons on an inclined plane at the 
same speed. 

Because the load on the incline being ... 12 tons. 
The resistance by gravity is double that by fric- 
tion, or ............ 24 „ . 

And the resistance by gravity of the Engine be- 

ing equal to double its weight on a level • . .= 9 „ 

=c45 tons 
on a level. 

I am aware that the recent performance of Loeomotiveff, 
on our inclined planes, has been considered greater than 
in the ratio I have given: it is very possible, however, that 
the attained speed and momentum of the Engine and car- 
riages, before commencing the ascent, have not been taken 
into the account The ** Comet'' Locomotive (a new En- 
gine, on the Rocket principle) had to ascend the Whiston 
inclined plane with about 26 tons behind her. With this 
load, she attained a speed of sixteen or eighteen miles per 
hour, on the level way, before coming to the ascent. As- 
sisted by this momentum, she accomplished the task: her 
speed, however, diminished from sixteen or eighteen miles 
to about three or four miles per hour, before she reached the 
top; the distance being one mile and a-half, and having suffi- 
cient steam the whole time. Now, it would be quite er- 
roneous, from these data, to take the average speed between 



three miles and eighteen^ and to infer that the power of the 
Engine was equal to convey a load of 26 tona^ up an incli- 
nation of one in 96, at ten miles and a-half per hour; her 
real power, as shown by the experiment, and estimated in a 
continuing speed with the load as stated, being only three 
or four miles, or proportionate to about seren tons up the 
same plane, at fifteen miles per hour. It becomes worthy 
of remark, therefore^ (connected with this branch of our 
subject,) that in considering the section for a.projectedRaiU 
way, the length of the inclined planes should be taken into 
the account, as well as the steepness of ascent^ since, on 
a plane half a mile long, it is evident much more may be ac* 
eomplished than on one, three or four times that length. 

The actual cost of conveyance by Railway and Loco- 
motive Engines is perhaps not yet very accurately ascer- 
tained. The necessity of using coke instead at coal, in 
order to comply with the Parliamentary restrictions as to 
smoke, will increase, in some degree, the expense of the 
Engines on the Liverpool and Manchester line. * Until the 
late trials, it was doubtful how far coke could be used at all, 
except at a very serious sacrifice of the power and efficiency 
of the Engine. By an improved construction of machine, 
this difficulty ia in a great measure obviated; and the difier-r 
ence in expense between coke and coal, which still subsists, 
should be cheerfully borne by Railway Companies, to relieve 
the community at large f^om the volumes of dense black 
smake, with which, it is to be feared. Railways will be ^\n*<i 
figured, where there is no Parliamentary enactment, to pro- 
tect the public from so serious and unnecessary a nuisance*. 

♦The consumption of coke, by the different Engines in the ordinary bua- 
neto and working of the Rulway, has yet to be determined by elcperieiice. 
lletes, BrAithwBite uid £ric86on» the patentees of the « Novd^/' hart 
contracted with the Ccnnpany to furnish an Engine not exceeding fiye tons 
veight, which shall draw 40 tons gross from Liverpool to Manchester in 
two hours (being assisted up the inclined plane,) the consumption of cokft 
fiot to ^c^ed half a pound Weight per ton drawn per mile. 
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CHAPTER V. 

CONSIDERATIONS— ^MORAL^-COMHEBCIAL — ^ECONOMICAL. 

* BsFORB concluding our account of the Railway^ wq sbaU 
take a single glance at the position we occupy, and the pro« 
baUe changes, whether for good or evil, which may be bx* 
peeted-to occur (as the consequence of our <^>6rations,) in 
tiie state and circumstances of the community around. The 
first and most obvious result must needs be a great revohi* 
tion in the established modes of conveyance, both for mer* 
ehma^ise and passengers,, between Liverpool and Manches^ 
tar; and consequently in the private interest of a large dbiss 
of persons, who have been engaged directly or indireetly, 
in the coaching or carrying business. An undertaking liktf 
Uie Liverpool and Manchester Railway, completed at a 
eost, including its machinery and carriages, of upwards of 
4l&jQ0,000, for a line of thirty-one miles, and professing tq 
be decidedly superior to existing establishments, cannot be 
brought imperceptibly or silently into operation. But 
t]MU|^ a great change must take place in the application of 
espitalf and the distribution of revenue, amongst large 
companies and weiilthy proprietors, the eSect on the whole 
with reference to the employment of the labouring classes, 
9ay be oonsictered as decidedly favourable. It has frequent- 
ly^ been mattor of regret, that in the progress of mechanic 
cal aeienee, as applicable to trade and manufactures, the 
p%at stages of improvement are too often accompanied 
with severe sufiering to the industrious classes of society* 
The maebinery of the present day continually supersedes 
that of s^ few years back; and as the substitution of mecha« 
ni^m for manual labour is the object generally aimed at, 
iii^mediate privation to the labouring community seems the 
inevitable result It has consequently been a subject of 



192 

speeulation, how far the rapid extension of manafactures, 
by the instrumentality of successive improyements in ma- 
chinery, is advantageous to a country, as regards its moral 
and social condition. I recollect that, during the progress 
of the Railway Bill through Parliament, when some mem- 
bers of the Railway Committee waited on Lord Harewood, 
and urged the advantages to trade and mjinufactures to be 
anticipated from the facilities of communication to be afford- 
ed by the Railway, his Lordship demurred at once to our 
proposition, that any new impetus to manufactures t^^otiM 
be advantageous to the country. And before this point 
can be settled, we must determine the broader and more 
general question, whether it be desirable that a nation 
should continue in the quiet enjoyment of pastoral or agri- 
<Hiltural life, or that it should be launched into the bustle 
and excitement of commerce and manufactures. We must 
refer to the history of the world, and compare the charac- 
ters and capabilities for happiness, of different ages and 
nations. We must decide between qualities of different 
kinds and claims of opposite characters — ^between the sim- 
ple and the refined; between the passive and the active; 
between a state of society presenting fewer temptations, 
and adorned by humbler virtues, and one where, amidst 
the collision of interests and the excitements of passion, 
there is room at least for the exercise of the highest quali- 
ties, both moral and intellectual. We must determipe in 
what happiness consists: whether in the cultivatidn and ex- 
ercise of all the active powers and faculties which belong 
to us as men, and citizens, and freemen; or whether it be 
wise to limit our ambition to more sober and tranquil en- 
joyments, to a state of society, where, if there be fei;^ 
pleasures, there are also fewer pains, and where, at least, 
may be realized the poet's definition of contentment — 
" Health, peace, and competence. '' Fortunately, we are 
not required to make choice between two conditions of so- 
ciety, separated, in the history of man, and in the ordina- 
ry course of events, by centuries of gradual and impercep- 



193 

tible transition. It must be admitted that the golden age 
is past, and it is to be feared the iron age has succeeded; 
that, with reference to many of us^ our lines are fallen 
amidst eternal rivalries and jealousies — agricultural, manu- 
facturing, and commercial. The stern principle of compe- 
tition is prominent in every department of industry. The 
most strenuous activity is hardly sufficient, in tlie present 
day, to secure to the artisan, or his employer, a scanty re- 
turn for his labour or capital. Every invention, by which 
time is saved and business' expedited, is seized with avidity, 
and in self-defence. Every increased facility of produc- 
tion, though its inevitable tendency be to glut the market 
and to lower prices, yet, as it affords immediate gain to its^ 
possessor, is eagerly resorted to. If profit be reduced to 
the smallest per centage on capital, every one is active to 
realize this mimmum, as expeditiously as possible: one 
step diminished in the process of a manufacture, or the 
savmg of a few hours in the period of conveyance from 
one town to another, forms part of a nice calculation, eve- 
ry small item in which must be attended to, iff order to se- 
cure a very moderate remuneration. Hence all the con^ 
trmnces for abridging labour, for shortening distances, and 
expediting return* Every one is on the alert in his own de- 
partment, or he is left behind; the most active exertion being 
barely sufficient to enable a man to maintain his station in the 
world* The race of competition is universal and unceasing, 
every manufacture striving againist every other; cotton and 
silk'and woollen reciprocally against each other, and against 
themselves, and iron against iron, in all its multifarious 
branches. Every class, and every individual, in every de- 
partment of industry, hurrying along^ struggling with for- 
tune and the times, and jostling his fellow-su&rers; while 
the Land-owner boldly enters the list against the field — 
*i Protection*^ his motto — viewing with complacency the 
desperate efforts of the rival competitors, and especially the 
tiever-ceasing race of population against subsistence-~the 
great first mover in the busy drama. 

25 
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Bui how little soever to the taste of the contemplatire 
mind may be the present condition and aspect of society^ 
as constituting a vast trading community, the Liverpool 
and Manchester Railway presents one great object for our 
admiration, almost unalloyed by any counteracting or pain- 
All consideration. We behold, at once, a new theatre of 
activity and employment presented to an industrious popu- 
lation, with all the indications of health and energy and 
cheerfulness which flow from such a scene. Or if we 
take a wider range, and anticipate the extension of Rail- 
ways throughout the country, intersecting the island in 
every direction where the interchange of commodities, 
or the communication by travelling, will warrant the cost 
of their establishment; if we look to the construction of 
only one hundred Railways, equal in extent to the Liver- 
pool and Manchester, comprising a line of three thou- 
sand miles, in various situations, and absorbing a capital of 
fifty or sixty millions of pounds sterling, what a source of 
occupation to the labouring community! what a change in 
the facility of giving employment io capital, and conse- 
quently in the value of money! 

But perhaps the most striking result produced by the 
completion of this Railway, is the sudden and marvellous 
change which has been effected in our ideas of time and 
^ace. Notions which we have received from our ances- 
tors, and verified by our own experience, are overthrown 
in a day, and a new standard erected, by which to form 
our ideas for the future. Speed — despatch — distance — are 
still relative terms, but their meaning has been totally 
changed within a few months: what was quick is now slow; 
what was distant is now near; and this change in our ideas 
will not be limited to the environs of Liverpool land Man* 
Chester — it will pervade society at large. Our notions ot 
expedition, though at first having reference to locomotion, 
will influence, more or less, the whole tenor and business 
of life. In the commercial world, the first suecessfol at- 
tempt to introduce fresh energy and despatch into the 
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system of our foreigQ trade was the institution of Packet 
Ships, a few years ago, to sail between New York and Li- 
verpool, on stated days, whether fully loaded or not. The 
QOQvenience, both to passengers and shippers of goods^ 
from knowing precisely the day of sailing, soon made the 
Paeket Ships the favourite conveyance, and accordingly 
their numbers and destinations rapidly multiplied. But 
this improvement, though great, was less open to general 
observation, and its effects, therefore, less striking than 
what may be expected from the establishment of Railway 
conveyance and Locomotive EJngines. A transition in our 
accustomed rate of travelling, from eight or ten miles an 
hour, to fifteen or twenty (not to mention higher speeds,) 
gives a new character to the whole internal trade and com-* 
merce of the country. A saving of time is a saving of 
mODey. For the purposes of locomotion, about half the 
number of carriages will suffice, if you go twice the speed; 
or the aggregate travelling of the country may be doubled^ 
or more than doubled, without any additional expense to 
tiie community. The same may be said of the number of 
wagons for the conveyance of merchandise The saving 
of capital, therefore, in this department of business is con* 
siderable, from expedition alone. A great part of the in- 
land trade of the country is conducted by the agency of 
travellers; and here, what a revolution in the whole sys*^ 
tem and detail of business, when the ordinary rate of tr»- 
relling shall be twenty miles instead of ten, per hour. 
The traveller will live double times: by accomplishing a 
prescribed distance in five hours, which used to require 
^•n, he will have the other five at his own disposal. The 
man of business in Manchester will breakfast at home-— 
proceed to Liverpool by the Railway, transact his busivess, 
and return to Manchester before dinner. A hard day's 
joumeyiog is thus converted into a morning's excursion. 
It has been well observed, in our public journals, that Man- 
chester is thus brought as near to Liverpool, as the east to 
the west end of London, whether we estimate vicinity by 
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the cost of conveyance^ or the time not unfrequently spent 
in efiecting it. Gradually the whole internal traffic of the 
country, with all the varieties of local intercourse, will as-* 
sume a new character. Already a Railway, on a grand 
scate^ is advertised from London to Birmingham, and from 
Birmingham to Liverpool; and thus is commenced that 
grand trunk, which will unite the north and the south, and 
bring into closer communication the Capitals of England, 
Scotland, and Ireland. The rapid transit of intelligence, 
from one end of the country to the other, will not be the 
least important of the results to be accomplished; while 
the quick conveyance of merchandise will infuse new life 
into trade and manufactures. The grocer in Birmingham 
will receive his ponderous hogsheads of Augar or coffee 
with the celerity of a parcel by the post-coach; and the 
workhouseman in the Metropolis will be supplied with: 
his bails of spring goods, from Manchester, in less time 
than he has been accustomed to receive his patterns by the 
flying van. 

But we must not confine our views to London, or Liver- 
pool, or Manchester : there can be no question that foreign 
countries will adopt the Railway communication, as one 
great step in mechanical improvement and commercial enter- 
prise. France and Germany and America have already their 
Railways ; and the Pasha of Egypt may be expected to follow 
close on the heels of his brother potentates. The country of 
the Pyramids, of Memphis, and of Thebes, shall then be ce- 
lebrated for Railways and Steam Carriages ; the land of the 
proud Mameluke or the wandering Arab, of Sphynxes and 
Mummies, will become the theatre of mechanical invention, 
science and the arts. The stately Turk, "with his turban and 
slippers, will quit his couch and his carpet, to mount his En* 
^ne of fire and speed, that he may enjoy the delight of mo- 
dem locomotion. So long is it, since a reward was ofiered 
to the inventor of a new pleasure, that some scepticism were 
excusable as to the possibility of any great and novel excite- 
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ment But the Locomotive Engine and Railway were re- 
served for the present day. From west to east, and from 
north to soudi, the mechanical principle,' the philosophy of 
ihe nineteenth centary, will spread and extend itself. The 
world has received a new impulse. To the fortunate few, 
who are independent of times and circumstances, the present 
moment is a period of more than ordinary interest ; to the 
world at laige, it continues, as it wa& wont to be, a season of 
labour and difficulty. Whether the period will ever arrive 
when a whole community shall enjoy the pleasures and satis- 
factions to be expected from that happy combinationof ihe 
powers and capabUities of the human race, which is concei- 
vable, but has hitherto been realized only by the Utopian the- 
orist : — whether we shall ever see united, the energy, activity, 
and enterprise of a refined and commercial people, with the 
simplicity and quiet enjoyment of philosophical life, in its most 
favoured aspects ; — whether the period will sometime come, 
when the fervour of an earnest enthusiasm — religious, moral, 
social — shall not be inconsistent with the calculations of the 
merchant, or the speculations of the political economist ; — 
when science and hterature, commerce and the ^rts, and all 
the stirring influences of man's nature, in the highest state of 
wealth and civilization, shall be enlisted to promote the im- 
provement and well-being of the whole community; — when, 
by a happy alchemy, the iron and the golden age shall be 
amalgamated, and man be allowed to enjoy the benefits of two 
states of society, hitherto deemed incompatible, or at least 
separated, in our experience, by intervening centuries, if in- 
deed either counterpart has ever been realized* — These are 
speculations which we may glance at, for a moment, in pass- 
ing, and forget when the vision is gone. But the world and 
its inhabitants are constantly before us ; and here we find no 
pause or resting place — ^no period of uninterrupted enjoyment 
or repose, for the million. The genius of Watt, or Davy, or 
Stephenson, may improve the state of nations, or the fortunes 
of individuals, but it affects not the condition of the great 



198 

mass of the bmnan race ; for this comummatioii we must lock 
to other aciences tiban chennstiy and mechanics ; to tibe tardy 
over&row of prejudice, and the slow progress of onpopalar 
tmfli ; to the diffusion of that knowledge which teaches die 
kw8 and principles on whidi depend the moral, physical^ and 
pditicai condition, the subsist^ice^ and weltbetog of man< 
kind. 

MeanwhilOy the gemus of the age, like a nai^Kfy riter of 
the new wotid, flows onward, full, rapid, and irresistible. 
The spirit of the times must needs nianifest itself in the pro* 
grass of erents, said the morement is too impetuous to be 
stayed, were it wise to attempt it Like &e ^^Rockef' of 
&re and steam, or its prototype of war and desolation — wbe* 
ther the harbinger of peace and the arts, or the Engine of 
hostile attack and devastation — ^ttioi^ it be a futile attempt 
to <^pose so angMy an impulse, it may not be uoworthy oor 
ambitioo^ to guide its progress «id direct its couise. 
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APPEKTDIX. 

GENERAL ABSTRACT 

OT EXPENDITURE TO dlST^MAT^ 1830, 

Adrertiffliig Account ...£ 332 1 4 

Brickmnking Account ..*. 9»734 4 4 

Biidge Account .« 99»065 U 9 

Chaigft for Direction.. 1»9U 

Charge for Fencbg >. 10^302 16 5 

Cart Egtabliflhrnent 461 6 3 

Chat Moss Account S7,fld 11 tO 

Cuttings and Embankments.. • 199,763 8 

Carrying Department, comjirinng 
Amount ex{>ended in land and Binldings 

for Stations and DepotSi Warehouses, 

Offices, &c at the liyerpool end £35,538 

Expended at the Manchester Station. .... 6|159 
Side Tunnel, bdng the approach to the 

Crown street Station 2,485 

GaaLi^t Account^ including cost of Pipes^ 

Gasometer, &c.. 1,046 

Engines, Coaches, Machines^ &c. . . • 10,991 114 

56,219 11 4 

Formation of Road 20,568 15 5 

Iron Bail Account 67,912 2 

Interest Account (balance) 3,629 16 T 

Land Account. 95,305 8 8 

Office Establishment 4,929 8 5 

Parliamentaty and Law Expenditure 28,465 6 11 

Stone Blocks and Sleepera. • 20,520 14 5 

Smnre^g Account.... •• 19,829 8 7 

Th^velling Expenses Iy423 1 5 

Tunnel Account... 34,791 4 9 

Tunnel Compensation Account ,.......• 9,977 5 7 

Wagon Account 24,185 5 7 

Sundry Payments for Timber, Iron, Petty Disbursements, 

&c. not included in the foregoing Accounts. • 2,227 17 3 

£739,165 5 
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OBSEKVATIONS. 



Brickmakino AocouNTs.'^The greater part of these Bricks 
are llji using; in the bailding of the Manchester Warehouses, 
Offing &c. and some in completing the Bridges at each end of 
the line. 

Bridge^— The foregoing description of the several Bridges 
in a tabular form, I have thought would not be uninteresting* 
as affording a popular view of the kind of structures that maj 
be expected to occur in similar undertakings. It will be seen 
that several of the Bridges are still unfinished, though fast ap- 
proaching their completion — for this purpose a fund is reserved) 
as per the estimate below. 

Chat Moss. — ^Under this head is comprised the earth-work 
from Bury lane Bridge to Legh's Occupation Bridge, on the 
east border of the Moss, a distance of 4| miles. The embank- 
menta in this space consist of about 277,000 cubic jrards of 
moss earth, in the formation of which about 677,000 cubic yards 
of raw moss have been used; the difference in measurement 
being occasi<med by the squeezing out of the superabundant 
water, and consequent consolidation of the moss. The expen- 
diture on this district has been less than the average expendi- 
ture of the rest of the line. 

Cuttings and Embankments. — Under this head is com- 
prise the earth-work on the whole line, exclusive of the Chat 
Moss district The Cuttings somewhat exceed the Embank- 
ings, the surplus is principally deposited along the border of 
the great Kenyon Cutting. The Excavations consist of about 
TSt^OOO cubic yards of rock and shale (including some side 
cuttings at Eceles, to expedite and improve the consistencv of 
the Barton Embankment,) and about £,006,000 cubic yarch of 
marie, earth, and sand. This aggregate mass has been re- 
moved to various distances, from a &w furlongs, to between 
three and four miles^ and no inconsiderable portion of it has 
been hoisted up by machinery, from a depth of 30 to 50 feet, 
to be depositea on the surface above, either to remain in per- 
manent spoil banks, as at Kenyon, or to be afterwards carried 
to the next embankment, as at the deep rock cutting through 
Olive Mount; the ])rocess in this latter case bein^ rendered ex- 
pedient from considerations of increased expedition. Where 
land for the deposite of spoil banks has been purchased, the 
costof the land forms part of the expenditure under this head, 
and a good deal of substantial and lofty walling in the deep 
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cnttingB is also incladed. The unavoidable expense of pump- 
ing out the water from the several cuttings on the line during 
a wet season, was adverted to in die text 

Formation of the Permanent Road.-— This consists of 
what is termed ballasting the road— that is, depositing a layer 
of broken rock and sand, about two feet thick, \i%, one foot 
bdow the blocks, and one foot distributed between them, 
serving to keep them firm in their places. Spiking down the 
iron chairs to the blocks or sleepers, fastening the rails to the 
chairs with iron keys, and adjusting the railway to the exact 
width and curve and level, come under this head of expendi- 
ture. 

Iron Rail Aooount« — This expenditure comprises the fol- 
lowing items:-*-* 

Rul8 for a double way from Liverpool to Manchfester, with 
occanonal lines of communication, and additional side lines \ 
at the different Depots, being about 35 miles of double 
way, ^ 3847 tona» at prices averaging something less than 

jB12l08.perton JE48,000 

Cast iron Cnairs, 1428 tons, at an average of £10 10s. - 15,000 

Cost of Spikes and Keys, to fasten the Chairs to the Blocks 

and the Rails to the Chair - > . . . . . 3,830 
Cost of Oak Plugs for the Blocks -. - - . - 615 

Sundiy Freights, Cartages, &c. &c. 467 6 3 

£67,912 2 



I^ND.^-This is 1^ heavy item of expenditure. The price of 
land in the vicinity of large towns is usoallj^ high; and the <)ut- 
lay was farther enhanced by numerous claims for compi^nsa- 
tion, owin^ to the prejudice which a few years since existed 
against Railways, and especially against what now appears their 
peculiar recommendation — ^the Locotnotive Engine. A great 
change has taken place iii this respect At the close of 1828 
the charge under this head was nearly dSlOSfOOO, but a portion 
of this amount being for the Depots, has been transferred to the 
Carrying Department. 

Office Establishment.— -This comprises the salaries of 
Treasurer and Clerks, Office Rent, Stationary, Printing, &c. 
since October, 18^. 

Stone Blooks and Sleepers. --Out of the 31 miles, about 
18 are laid with Stone Blocks, and 13 with Wood Sleepers, 
oak or larch; these latter being laid principally across the Em- 
bankments, and across the two districts of moss. A conside- 
rable quantity of Wood Sleepers have been destroyed, una- 
voidably, in the progress of the work. 

Surveying Account.— This comprises the cost of Surveys, 
Plans, &q* for the two applications to Parliament, in 18£5 and 
1826; also the salaries of the Engineer, and principal Assist- 
ants, Stationary^ &c. from the commencement of the under- 
taking. 

Travelling Expenses.—- This includes the cost of sundry 
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journeys and deputations to London, Darlington, Newcastle, 
&c. since 18^: also the cost of journeys of inspection on the 
line of Railway during the progress of the works. 

TuNjjEL , Compensation Account. — This consists of com- 
pensation paid to parties under whose premises the Liverpool 
Tunnel is excavated, for damase, either real or supposed; and, 
farther, of loss sustained on me resale of sundry houses and 
lands which the Company wefe required to purchase. There 
will be a credit to this account for premises resold to the ex- 
tent of about ^62500. 

Wagon AccouNT.^-This expenditure is principally for wa- 
gons used in the progress of the work. There will be a credit 
to this account from the resale of such wagons as cannot con- 
veniently be adapted to the future purposes of the Railway, and 
l)y a transfer of the remainder to the carrying department, at 
their estimated value. 

It will be observed that the statement of expenditure is up 
to the 31st of May, 1830. The Railway, however, will require 
a farther outlay to render it complete, though the Locomotive 
Engine has passed over every foot of ground from Liverpool to 
Saltbrd. The slopes of the Cuttings want dressing, and seve- 
ral of them want protecting with foot walls. The permanent 
road way is not quite finished, and some portions that have 
been laid down require adjusting and relevelling. The fencing 
also in portions of the line will be incomplete ror some time. 

The Directors, in their Report dated 25th March last, esti- 
mated the total expenditure, including Warehouses, Machine- 
ry, and Carriages, at dS820,000, which may be apportioned as 
follows:— 

E3q)cnditure, as above, in actual payments, to 31st May - £739,165 5 

Outstanding engagements to the same date - - - T,500 
For Walling the Slopes in Sundry places, and completing 

permanent road - - - . _ . . . 6,750 
Fop completing the Bridges, including the Irwell, £6000, 
and Parapets of the Sankey Viaduct £1400, and com- 
pensation in lieu of Bridges - - - - - 9,500 

Additional Engines, Wagons, and Machinery, part under 

contract for delivery - - - - - - - . 17,000 

Completing Stations, Wharves, Warehouses, Offices, &c. 25,000 

Fencing at sundry places - - - - , - - 3,000 

Contingencies - . - . . - . . 12,084 15 

£820,000 



The public opening of the Railway is a suWect of interest 
and inquiry. It is some time since coal for the Company's pur- 
poses was conveyed from the Elton Head Collieries, in Sutton, 
to the Crown street Station, in Liverpool; and on the 14th of the 
present month, (June,) an experiment was made which may be 
regarded as a preliminary measure to a general opening, well 
calculated to exhibit the peculiar character of Railway convey- 
ance, and to put to the test the capabilities of the Locomotive 
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Engine. On this occasion the Directors, in two of their car- 
riages (the one a close glass coach, the other an open carriage) 
proceeded in a journey of inspection from Liverpool to Man- 
chester and back. The Arrow Locomotive, one of the im- 
proved Engines on the Rocket principle, was the moving power. 
The gross weight drawn was. about 33 tons, consisting as fol- 
lows: — 

stone in seven Wagons - - - - - 20 tons. 

Weight of Wagons 7 „ 

Engine-tender and 6 persons - - , - - 3 „ 

Two Carriages and 20 persons - - , - - 3 „ 

33 tons. 

With this load she travelled from the Engine-House, Liverpool, 
to Oldfield lane Bridge, Salford, Manchester, the distance be- 
ing about 9,9 miles, in 2 hours and 25 minutes, including twa 
stoppages to take in water. IJp the Whiston inclined plane she 
was assisted by the Dart, an Engine of similar construction and 
power, and the first quarter of a mile of the ascent was accom- 
plished at a speed of 17 miles per hour, which, however, de- 
creased to about 4 miles per Vwur before the summit was gained, 
the mile and a half bein^ accomplished in 12 minutes, tne ave- 
rage speed, therefore, being seven and a half miles per hour. 
At the top of the ascent, the Dart was unyoked, and the Ar- 
row proceeded with her cargo along the straight and level plane 
at Rainhill at the Rate of 16 miles per hour. On the return 
from Manchester, the Engine-tender and the two Carriages with 
passengers constituted the whole load drawn. ' The first nine and 
a quarter miles from Oldfield lane Bridge to Glazebrook Bridge, 
including the Chat Moss district, were accomplished at a sp^d 
averaging from 19 ^o 20 miles per hour. The whole distance 
was accomplished in 1 hour and 46 minutes, including stop- 
pages, the speed generally varying from 18 to 25 miles and up- 
wards per hour, and the Engine not working to her full power, 
a great portion of the way. The speed up the Sutton inclined 
plane, (without any assistant Engine,) averaged more than 15 
miles per hour. The day was wet, and the rails, in places, 
very dirtyj the whole performance, therefore, took place under 
circumstances by no means favourable^ but the result was high- 
ly satisfactory. 

It will now be at the discretion of the Directors to name the 
day when they shall consider the Railway in that state of com- 
pleteness which may render expedient the public conveyance 
of passengers or merchandise, either the whole distance, or 
along part of the line in the first instance. It may be sufiicient 
to refer the date of the opening of the Liverpool ai^d Manches- 
ter Railway to the summer of 1830. 

Liverpool^ June^ 1830. - 

On Saturday last {December Ut,, 1830,) the Planet Locomo- 
tive Engine (one of Mr. Stephenson^s) took the first load of 
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merchandise which has passed along the Bailwaj from Liverpool 
to Manchester. The ti^ain consisted of IS wagons, containing 
ISS bags and bails of American cotton, SOO barrels of flour, 63 
sacks of oatmeal, and 34 sacks of malt, weighing altogether 51 
tons 11 cwt. 1 qr. To this must be added the weight of the 
wagons and oil cloths, viz. £8 ton^ 8 cwt. 3 qrs., the tender^ 
water, and fuel, 4 tons, and of 15 persons upon the train, 1 ton^ 
making a total weight of exactly 80 tons, exclusive of the En- 
gine, about six tons. The journey was performed in 2 hours 
and 54 minutes, including three stoppages of five minutes each, 
(only one being necessary under orainary circumstances,) for 
oiling, watering, and taking in fuel; under the disadvantages 
also of an adverse wind, and of a great additional friction in 
the wheels and axles, owing to their being entirely new. The 
train was assisted up the Rainhill inclined plane, by other En- 
f^neSf at the rate of 9 miles an hour, and descended the Sutton 
incline at the rate of 16| miles an hour. The average rate of 
the o^her parts of the road was 1^ miles an hour, the greatest 
spNBed on the level being 15^ miles an hour, which was main- 
tained for a mile or two at differen* periods of the journey. 
The road, we understand, w^l be i?pened for the general carry- 
ing business in the course of a /ew weeks, when a farther sup- 
ply of Engines is expected; the above experiment having beea 
made, in the mean time^ for the purpose orascertaining the pow- 
ers of'the present Engines, and of removing some doubts which 
have been most unaccountably entertained as to the practicabi- 
lity of transporting cotton and other bulky articles along the 
Bail way. Taking this performance as a fair criterion, which 
there is no reason to doubt, for Engines .of the same class as 
Ae Planet (with the assistance of one large Engine, construct- 
ed for the purpose, up the inclined plane,) would be capable of 
taking upon the Railway, all the cotton which passes between 
liverpool and Manchester. 

On Saturday last, {December IStk^ 1830,) another new Eh- 
^ne, by Mr. Stephenson, constructed on the same principle as 
me Northumbrian, and named the Majestic, was placed upon 
the. road, making in all ten in use; and an eleventh is expected 
from Newcastle. The wheels of the Majestic are made entire- 
ly of wood, which is found to be less liable to accident than 
metal; and the metal wheels of the other Engines and tenders 
are about to be exchanged for wooden ones. The steamers on 
the Railway have conveyed about 60,000 passengers, and have 
traversed a distance* of 28,620 miles, or 954 trips from Man- 
chester to Liverpool and back, from the 1 6th of September to 
the. 7th of December inclusive, during which period there have 
onlv been eleven instances of the j6urney exceeding, by half 
an hour^ tiie time fixed for its performance. 



THE END. 
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